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In United States Tapes, adhesiveness, high in- 
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are ready to do their part in developing freight business on electric 
traction systems, as recommended in the June 19th issue of Electric | 
Railway Journal in an editorial which we reproduce below: 
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New York, Saturday, July 24, 1920 


OW is the time to underline the dates Oct. 11 to 
15 and to order reservations at Atlantic City. 


That resort is very popular and its hotels are always 


crowded. Hence, to avoid trouble and delay, those who 


intend to go to the convention should make their reser- 


vations with the hotels immediately. 

Every indication points to a banner convention. There 
is a get-together spirit manifested this year that is very 
encouraging. All the committees of the association have 


been working hard and valuable material is certain to 


be presented at the meetings. Our “Daily” will be on 
hand as usual for the benefit of those in attendance. 


Car Reconsignments 
Aid Coal Speculators 


BE Ree submitted to the various committees 


4 investigating the coal situation shows that a very 
vital element in the situation is introduced by the 
speculations of coal_operaters and dealers through the 


- manipulation of markets by reconsignments of coal cars. 


With no reserve stocks on hand the demand for coal 
is so great that, even though production is almost nor- 
mal, the transportation facilities are taxed to their 
utmost, yet evidence tends to show that speculators in 
the New York and Chicago districts have been keeping 
“tight” markets by locally reconsigning cars and barges 
in order to aggravate the shortage and realize large 
profits. While no direct action has been taken, the 
Interstate Commerce Commission is on record as to the 
desirability of the railroads prohibiting reconsignments 
and increasing demurrage rates, 

It seems to us, in view of the coal shortage, car short- 


age and threatened railroad strike, that an immediate. 


order forbidding the speculative reconsignment of cars 
would aid greatly in relieving the situation. The fact 
that coal stocks are low should not offer opportunity for 
proctemns in a national necessity. 


‘The eet Has No Disease Which 
a Reasonable Fare Will Not Cure 


OME curious aberrations appear in the public mind 
because of the demand for higher fares from the 
Even such an astute writer as Richard 
Spillane takes the text of a recent paper by a railway 
manager as indicating the trolley car is doomed because 


‘the manager said that yearly the costs of operation and 


maintenance of railway operation have gone up, leaving 


ie virtually no opportunity for the operating companies 
_. to lay aside reserves. 
Lf pstitute for the trolley car, as the citizens of Toledo 


But there is no dependable sub- 


nd certain cities -in Connecticut and eastern Massa- 


¢ -chusetts can testify, and as people can hardly be ex- 
By presto to walk it is safe to say that the car is not 
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Lest We Forget, “doomed.” It is still the cheapest means for popular 
Let’s Do It Now transportation in cities, as Mr. Pardee showed in our 


issue of July 10 and as other competent observers have 
testified. All that the trolley interests want and ask for 
is a fair deal and that their increased expenses should 
be recognized in an increased fare. Statistics show that 
more people are ridirg on trolley cars than ever before. 
The industry is afflicted with no disease which a reason- 
able fare will not cure. 


“Watch Your Step” 


' Can Be Applied at Home 


E RECENTLY said that it is the sore spots in 
’ the fare situation rather than the good ones that 


~ stand out now, and this fact of itself is a healthy sign. 


At the same time we warned against undue optimism 
and decreased effort and urged those who healed the 
sore spots in the railway industry to be sure that they 
were well healed. 

Now a word can well be said to those companies which 
at present are enjoying higher fares as the result of 
a realization of the facts by the public, and that is 
“to keep faith.” We were just about to pen these words 
when there came to our attention a like message in a 
daily journal whose past record shows that it is in 
sympathy with the electric railways as well as conver- 
sant with the problems of the industry. It is therefore 
friendly, not critical, comment. 

In commenting on the Bridgeport jitney situation the 
New Haven (Conn.) Journal-Courier of July 15, 1920, 
attributes the support given the jitneys by many people 
as due, at least in part, to resentment caused by remem- 
brance of old faults in electric railway administration. 
“Tt has not been easy,” the paper says, “for people to 
forget the arrogant attitude of trolley managements and 
their cold indifference to public opinion; their confidence 
in legislative protection rather than in public support.” 
The passage of the Bridgeport ordinance restricting 
jitneys is attributed to the public’s consciousness of the 
embarrassments which would result from a cessation of 
trolley service rather than any special tribute to the 
company. The editorial then tells the public that to 
nurse a grievance for past errors is useless and hoth 
public and trolley company should learn the lesson that 
in the future there must be a perpetual square deal. ' 
The protection now given the railway, it points out, will 
be worse than no protection unless in return the com- 
pany maintains high efficiency with lowest possible cost. 
Finally it says that the company’s “future must depend 
upon the service and the spirit in which it performs it, 
and not upon explanations and excuses. This we take 
to be the understanding that is tacitly formulating itself 
as the result of this struggle. The company is to do its 
best and the public is to keep an eye on it.” 

As in previous cases, we do not wish to apply this 
merely to the company in question, all of whose officers 
and men have already seen it, but for the benefit of all. 
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An instance of an act which, though probably merely 
careless, might well be taken by the public as the opposite 
of playing fair also came to our attention recently. It 
was a statement or argument which urged that, irre- 
spective of future changes in price level, the electric 
railways do all in their power to maintain any increased 
rates of fare obtained at the present time. At the same 
instant, and rather incongruously, the speaker argued 
in favor of the service-at-cost principle, so far as it 
related to rate increases. 

This sort of support is disingenuous and productive 
only of distrust of our motives on the part of the pub- 


lic. A perpetual square deal is needed, without equivo- 
cation. 


The Electric Railways Need 
More and Better Publicity 


HY does the public still misunderstand the electric 

railway situation? This question is one which 
many friends of the industry find it hard to answer. 
During the past few years a great deal of effort has 
been devoted by railway men and others to explaining 
the issue, but a great part of the public still does not 
understand. Many men in responsible and authoritative 
positions seem bent upon distorting the facts. “I can- 
not understand,” writes one of our readers, ‘why it is 
so hard for the railways to secure justice when the 
situation is so obvious and the future welfare of the 
communities served is so largely dependent on the 
fairness of the treatment which they give to their utili- 
ties.” 

The facts are undoubtedly obvious to railway men, 
but that does not mean that they are equally apparent 
to their neighbors who are engaged in other lines of 
work. They are the men to reach. Little is to be gained 
from publicity directed to men acquainted with the 
situation. Conventions at which railway men tell each 
other how bad the situation is do not advance materially 
the desired public knowledge of the situation, no matter 
how valuable they may be in other ways. 

As we have said many times before, there is nothing 
mysterious in publicity work or the way of getting the 
facts to the public, and the message will get across 
finally if it is a worth-while message and it is pushed. 
But people are so much interested in their own affairs 
that they will not pay much attention to the affairs 
and troubles of other people, unless those. who have 
the message to transmit assume the initiative and take 
some interest in becoming evangelists. 


Through Service Should Be 
Extended, Not Disintegrated 


HE advantage of through service over various con- 

necting interurban properties has been referred to 
from time to time as a very desirable thing, particularly 
in connection with the haulage of freight by electric 
railways. The value of this interchange of freight 
between electric railways was particularly emphasized 
during the outlaw strike of the switchmen a few weeks 
back. In our issue of May 8, 1920, we commented on 
the extent to which freight had been shipped by way of 
the electric lines in the central territory and pointed 
out how the building of one or two surprisingly short 
pieces of track would greatly facilitate such through 
shipments. In fact, it may be said that the development 
of freight business in connection with electric railway 
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lines hinges in an important way on interconnection of 
lines and interchange between companies. The possi- 
bilities of the development of through freight shipments 
has scarcely been touched. 

With these thoughts in mind it is with a good deal 
of regret that we note that the receiver of the Buffalo 
& Lake Erie Traction Company has made application 
for and received permission from the New York Supreme 
Court to discontinue its lines within New York State 
after Sept. 1. This company’s line runs along Lake Erie 
from Erie, Pa., to Buffalo, N. Y., and forms the con- 
necting link between the great electric railway network 
of the Middle West and the lines east of Buffalo. While 
we fully appreciate that an electric railway property’ 
cannot be kept in operation ovt of sentiment if there — 
is not enough business to justify its existence, yet in 
view of the possibilities of through freight develop- 
ment in the future it does seem that the electric railway 
industry should take enough pride in interconnection 
possibilities and in the future aspects of the freight 
business to find some way to keep this piece of line in 
operation. We regret exceedingly to see the abandon- 
ment of an important connecting link in the greater elec- 
tric railway system. 


Lessons from and for 
the Motor Bus 


“THOSE who have hitherto curtly dismissed the motor 
bus with a sniff, snort and sneer, based upon their 
observations of the improvised jitney breed, will find a 
different kind of animal when they come to the produc- 
tions of the high-grade manufacturers of motor trucks 
and, even more perhaps, to the specialized design of the 
experienced Fifth Avenue Coach Company of New York. 
Our overdevelopment of trackage and underdevelop- 
ment of paved highways may not yet call for any such 
extended interoperation of trolley and bus as is the 
case abroad, but we do not think it is any too early for 
electric railway operators to begin acquainting them- 
selves with the best practices in the newer form of 
transportation. For this reason we are presenting in 
this issue a comprehensive abstract of the paper on 
“Motor Bus Transportation” by G. A. Green, general 
manager and engineer Fifth Avenue Coach Company, at 
the summer meeting of the Society of Automotive 
Engineers. Discussion of this frank contribution might 
well be divided into what the electric railway can learn 
from the motor bus and what it can teach to its junior 
in the business of transportation. 

It is in discussing the possibilities of a gas-propelled 
car that Mr. Green says bluntly of present trolley cars: 
“They are as a whole built as strong as possible, not as 
weak as possible, which is a much more logical and 
economical procedure.” It is true that safety-car 
development has been a big help toward producing a 
lighter car, but we still expect car designers to secure 
automobile weight without using automobile materials. 
There is also something worth thinking about in Mr. 
Green’s remarks about one-man buses and double-deck 
buses. We are far from having exhausted the possibili- 
ties of the automatic one-man car. On the average in- 
terurban, for example, a short-headway service would 
keep the Ford on the farm a greater part of the 
time. Nor is it beside the mark for electric railways 
to consider the use of either trackless electric or gaso- 
line one-man buses for lighter traffic conditions. As 
for Mr. Green’s other extreme, the double-decker, we 
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feel that if a two-story bus can be built low enough for 
our viaducts the same thing can and really has been 
done (at New York and Pittsburgh), with trolley cars. 
For use in ordinary traffic we have never been enthu- 
siastic for the double-deck car, believing it slow com- 
pared with other designs of cars. But with the increases 
which have been taking place in the wages of the plat- 
form man every means, whether safety car, train or 
double-decker, which promises to increase the output 
per man must be kept in mind. 

The splendid research organization of the Fifth 
Avenue Coach Company fortunately is an expense from 
which electric railways are almost entirely free because 


' of the more than generous expérimental work of many 


of our manufacturers. We would pause to add, however, 
that in such a matter as fuel the electric railway would 
do well to study the almost meticulous .methods of the 
Fifth Avenue Coach Company. To paraphrase Mr. 
Green, power is the second largest item of expense. It 
is to be observed that every step in the use of this 


company’s power, gasoline, is studied so that there 


shall be no waste in the generating (engine) or use 
(driving) thereof. How many electric railways are 


- paralleling this company’s practice by following up their 


power from coal pile to controiler handle? 

What now has the trolley car to teach the motor bus? 
First, that the flexibility which is of so much value in 
handling shifting or sudden, traffic movements is more 
harmful than helpful when traffic over an always busy 
route has to be handled to assure maximum carrying 
capacity. A large motor bus has about as much chance 
to cut past or around flocks of automobiles as a lumber- 
ing crow has to fly rings around a kingbird. In no case 
could the bus do so without taking unwarranted chances. 
A vehicle that must stop and turn to the curb at every 
corner almost is quite as bad a blockader as any trolley 
car could be. We wish that certain bus promoters, or 
rather the “widows and orphans” they seek to beguile, 
understood this point as clearly as Mr, Green, who says 
that “No type of bus designed up to the present is 
capable of properly handling peak loads.” We would 
make an exception to this, however, where it is possible 
that buses of the sightseeing char-a-banc type might 
be used by electric railways to carry part of the peak 
Joads on express schedules through short cuts away from 
congested thoroughfares. Service of this kind would 
not be justified in itself, but would be worth trying if 
it afforded a substantial relief to congested railway 
traffic points and was subsidized by a higher fare or in 
some other way by the people who are especially bene- 
fited by the service. 

The second lesson for the motor bus is the dem- 
onstrated absurdity of a fixed fare. The Fifth Avenue 
Coach Company, with its 10-cent franchise rate for any 
distance, is facing trouble in view of ever-rising gasoline 
and wages as surely as any electric railway which is 
trying to make ends meet on 5, 6, 7 or even 8-cent 
fares. Only the combination of unexcellable riding 
territory, a large volume of business permitting a small 
margin of profit per bus-mile and experienced manage- 
ment have kept the company’s financial head above 
water. The failure of the Chicago Motor Bus Company, 
aside from any questions of bus design or operation, 
indicates that the field for de luxe service is highly 
limited, and in any case such service must have a 
flexible unit if not a flexible distance fare to be suc- 
cessful. Mayor Hylan of New York, with his notions 
of a 5-cent universal transfer bus system, might well 


ponder Mr. Green’s statement: “The theory that the car 
systems in any of the larger systems can be supplanted 
by any standard type of bus now obtainable is absurd 
and not worth any serious discussion.” So, quoting for 
the last time, as “The bus is not more economical than 
the trolley car on the basis of cost per passenger carried, 
which is the only real basis,’”’ we must conclude that the 
best way to exploit the bus is to use it to supplement 
rather than supersede the electrically operated car, 


Squandering Money Badly Needed 
for Constructive Purposes 


HAT an absurd position is being taken by the city 

hall politicians of Chicago, and what a wanton 
waste of money! The municipality is so hard pressed 
for funds with which to meet its payrolls and other 
necessary expenses that at the present time it faces a 
shortage of several million dollars before the end of the 
year, with no practical plan in sight to meet the deficit. 
Nevertheless, the City Council recently approved the 
expenditure by the Mayor of $421,985 additional to 
fight the increases in elevated and surface line fares 
and telephone rates. This is in addition to previous 
appropriations amounting to $323,858, making a total 
of $745,848, which may be spent before Jan. 1, 1921. 

No reference to this waste of money would be com- 
plete without comment on one or two other features of 
the situaticn. The Mayor has appointed a special trac- 
tion commission for the purpose of working out a “‘peo- 
ple’s ownership” plan, which seems doomed to failure 
from the beginning, although it has a certain vote-get- 
ting appeal. The appropriation for this commission is 
$250,000. The counsel for this commission is also coun- 
sel for the Mayor in traction matters before the Public 
Utilities Commission and receives for his services on 
each a per diem payment of $150, although, in the 
opinion of those competent to judge, in all of the hear- 
ings in the Chicago fare cases he has never presented 
a pertinent constructive suggestion. This is not only 
wasting money but “rubbing it in.” 

Leaving the financial side for a moment and turning 
to the absurdity of the fight, one cannot avoid being 
concerned over the unwarranted attack. When the 
supreme legislative authority of the State has set up a 
tribunal such as the Illinois Public Utilities Commission, 
and provided all the necessary machinery and authority 
to safeguard the interests of the people in their dealings 
with the public utilities, it would seem that the decision 
of such a body would be satisfactory to the public. We 
believe that to be the case, and that the expenditure by 
the city hall of Chicago to fight these decisions or for 
any other similar purpose is unwarranted and a waste 
of the public’s money. This belief is made more appar- 
ent -in the case of Chicago when it is recalled that the 
city hall is continuing its fight against the decisions of 
the commission, despite the fact that the city has re- 
peatedly lost its cases in contention with the Illinois 
Public Utilities Commission; that the commission has 
been upheld in every decision fought by the city in every 
court save one, and that this unfavorable decision was 
later reversed by a higher court and the lower court 
rebuked. 

Yet this legal brawl goes on and on, utterly with- 
out hove of any good save the discreditable appeal 
that any fight for lower fares makes to the ignorant and 
unthinking. 
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This is Number Five of a Series of Articles on Salient Phases of the Electric Railway Situation 


Detroit Muddles Along 


For at least a quarter of a century 
now the Detroit traction system has 
been the making—or the unmaking 
—of the local politicians. In all that 
time, beginning with the rule of the 
late Hazen S. Pingree as Mayor of 
the Motor City, there has not been 
a year or a month or a week hardly 
in which the community has not been 
torn with doubts and perplexities as 
to its trolley service. It has been 
told, and in all probability has 
believed, that the Detroit United 
Railway, which is almost the sole 
purveyor of that service, is not only 
merely bad but sin-filled; far past 
the point of any possible redemption. 
Yet Detroiters who wandered far 
from their firesides and perhaps into 
less favored communities have been 
apt to return home feeling that their 
street railway service was far and 
away better than that of many of the 
cities which they had visited. But 
their local newspapers quickly in- 
formed them of the error of such 
thinking. Detroit trolley service was 
bad. It was hopeless. The company 
itself narrowly escaped being com- 


By Edward Hungerford 


R. HUNGERFORD tells in this 
issue how the transit situation | 

in Detroit has long been the football 
of politics. Various solutions of the 


question, involved through the expi- 
ration of some of the franchises of the 
present company, have been sug- 


gested, including service-at-cost and 
municipal ownership. The latest 
plan of the city is to own and operate 
an opposition system, which has many 
disadvantages from the standpoint 
of both the taxpayer and car rider. 


pletely criminal. At least so the 
newspapers said. 

Some day some one is going to 
have the ability and the courage to 
write of certain public prints as they 
in turn have written of. certain 
American industries and _ utilities 
which have not chanced to be num- 
bered among their large and gen- 
erous advertisers. It is my personal 
opinion that such an analysis will be 
almost certain to show that there 
are good and bad newspapers, just as 
there are good and bad trolley com- 
panies, as well as other public utili- 


This view was taken at the corner of Mon- 

roe Street and Woddward Avenue, in front 

of the City. Halland at the downtown civic 
center of Detroit. 


ties. The problem will then remain 
to separate the sheep from the goats. 
in newspapers fairly, just as certain 
folk have endeavored to separate . 
them in the transportation business, 
with varying degrees of success. To 
my own mind, even this last is pass- 
ing difficult. Seemingly the point 
might be reached by an exact and 
accurate comparison of the different 
traction service in cities of the same 
general type—their fare charges, the 
service rendered and the like. As a 
matter of actual practice, however, 
such a method would be both inac- 
curate and unfair, because one might 
find two American cities of almost 
exactly the same area and population 
and still differing widely in their 
transit necessities because of their 
topography or conformation or pecu- 
liar type of industry or of population, 
or any one of a dozen other char- 
acteristics or the temperaments of 
the traction operators themselves, 
which it seems might be allowed a 
fair degree of human variation. 

But none of these things, I think, 
should permit the city transit ques- 
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of three alternatives: 
_ cease criticising the service rendered 


ELECTRIC RAILWAY JOURNAL 


163 


tion to be -the mere football of 
politics, as it has so long been in 
Detroit. There, as in neighboring 
Toledo, the city should do one 
It should 


—such criticism will inevitably have 
a calamitous effect upon the morale 


_ of the trolley patrons as well as the 


employees—or it should permit a fair 


rate of return, or it should buy the 


property itself. In the case of 


] Detroit the company long since signi- 


fied its willingness to sell its city 
lines—at a fair valuation, of course. 
It is hardly two years since a com- 
mission appointed by the present 
Mayor, James Couzens, agreed upon 
a physical valuation of $29,000,000 
for these lines. The company wanted 
something for the good will of a 
going concern. After some delibera- 
tion Mayor Couzens expressed his 
willingness to add $2,500,000 to the 
foregoing figure for this asset. 


Unfortunately, however, Mayor 
Couzens did not have the last say in 
the matter. If he did the D. U. R. 
might today be a matter of mere 
history in the city of Detroit. Out- 
side, it probably still would be a 
large factor in the traction situation 
in the United States, inasmuch as 
but 300 miles of its 900 miles of 
trackage are situated within those 
city limits. It is an interurban prop- 
erty of real importance, in addition 
to owning the city systems of Flint, 
Pontiac, Ann Harbor, Port Huron 
and one or two other fairly impor- 
tant Michigan towns. The remark- 
able recent growth of them, due to 
the rapid expansion of the auto- 
mobile industry, has given greatly 
increased earning capacity and value 
to the larger long-distance lines of 
the Detroit United Railway. Of 


themselves they are today to be. 


classed at the head of the few pros- 


_ perous interurbans remaining across 


the land. And grouped together they 
would form in almost any event a 
going traction property of no small 
dimensions. The D, U. R. is far 
from being at death’s door. 


The Detroit traction question ap- 


_ parently could not be permitted so 


simple a solution, however, as a 


_ choice between the three pathways 
_ which I now just indicated, in accord- 
ance with the terms of the city char- 


ter. Such an important civic matter 


_ must necessarily be submitted to the 


ectorate for its approval. So it was 
the street railway purchase 


s could only become effective 
upon a 60 per cent vote being cast in ” 
its favor. : 


In all probability the electorate of 
Detroit does not differ greatly from 
that of a good many other large in- 
dustrial cities in the United States, 
particularly those of recent rapid 


‘growth. It does very little thinking 


for itself. It prefers to let its poli- 
ticians, and the newspapers which 


they control, do its thinking for it,: 


while it hies itself to the perennially 
popular movies or for automobile 
rides off into the country. In this 
particular instance, however, the City 
Hall had approved of the D. U. R. 
plan. But the newspapers for once 
apparently were not in accord, it 
seemed, with this font of wisdom. 


FRANK W. BROOKS 


Uncle Sam’s experiments with the 
steam railroads, the telephone and 
the telegraph were bearing some 
sort of real fruit up there in 
Michigan. 

Once again the Detroit United’s 
experts turned their patient atten- 
tion to a workable and _ possible 
permanent solution of a problem that 
had begun to seem well-nigh unend- 
ing. In this connection it is perhaps 
worth noting that in the past eleven 
years upward of $750,000 has been 
spent by the city of Detroit alone in 
attempts to work out a solution of 
this one problem. What the D. U. R. 
has expended—in time and in worry 
as well as in money—cannot be set 
down. I am perfectly willing, how- 
ever, to make a conservative guess 
that it nearly if not entirely equals 
the expenditure reached by the city, 
with the net result of nothing tan- 
gible or definite accomplished. And 
Detroit folk are still riding on a 
street railway system which, chiefly 
because of the hubbub and confusion 
of the politics that has been wished 
upon it, particularly through the 
past decade, has not ad- 
vanced sufficiently to 
keep any sort of pace 
with the great demands 
made upon it by one of 
the fastest growing cit- 
ies of America. Plans 

and super plans are all 


President and general manager of the Detroit United Railway, from his most recent 
photograph. Mr. Brooks is both steam and electric road trained from the ground up, 


his having been no flowery bed of ease. 


He can talk in engineering terms with the 


company engineers, in electgical terms with the power men, in construction terms with 
the track department and he knows car building from trolley wheels to truck wheels. 
He is equally familiar’ with publicity, having in his younger days been connected with 


the detail workings of a newspaper. 


Golf and fishing constitute Mr. Brooks’ recreation. 


At any rate, the proposal was voted 
down. 


COMPANY OFFERS VARIOUS 
SOLUTIONS 


' The traction company then turned 
toward the well-known Tayler plan of 
Cleveland as a possible pathway out 
of its troubles. In conjunction with 
the then existent street railway com- 
mission of Detroit it sought to work 
out an adaptation of this scheme 
which would be best suited to the 
needs of its own community. For the 
moment, a charter mandate looking 
toward a genuine municipal city 
railroad was overlooked. Perhaps 


right im their way. But they are 
neither tracks nor trolley cars. 

Yet plans, by the dozen and by the 
score, have been made. Some of 
them are ingenious, some remarkably 
simple, the most of them highly prac- 
ticable. Experts of nation-wide 
prominence, William Barclay Par- 
sons, H. M. Brinckerhoff and Bion J. 
Arnold among them, have worked 
side by side with local men of no 
mean ability. The street . railway 
commission which was appointed to 
work out the service-at-cost plan, 
based upon the Tayler plan of 
Cleveland, was itself composed of 
three Detroit men of long business 
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experience and _ sagacity. They 
worked long and faithfully on the 
problem, 

But when they too were done the 
results of their labor also was nil. 
Mayor Couzens flatly refused to com- 
mit the city to the service-at-cost 
plan. He announced that he was for 
a straight municipal railroad and 
that at once; maintained stoutly that 
this was the spirit of the city char- 
ter which Detroit adopted two years 
ago. Therefore, despite stout de- 
mands on the part of many folk, he 
refused to put the plan to the ref- 
erendum. The company, however, 
was not daunted by the doughty 
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I wish that I might accurately 
depict how much the new fourth city 
of the United States needs this re- 
lief; not elaborate subways or sub- 
way terminals such as Cleveland now 
seems bound to build for herself— 
although Detroit has already planned 
a subway terminal to relieve the 
almost interminable congestion in 
her civic heart—but new surface 
lines in her great outlying sections, 
which have come from truck gardens 
yesterday to acres upon acres of 
small, neat new homes today, as well 
as the main-stem and crosstown lines 
to concentrate and.to distribute these 
new outlying routes. 
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Detroit is the center of one of the largest and most important interurban systems in 


the country. 


All of the lines pies on this map are controlled by the Detroit 


nited Railway 


Mayor. It went right past his office 
and into the hall of the Common 
Council. To that august body it put 
its necessities—and its plan. The 
Council inclined toward the plan, 
passed the necessary enabling resolu- 
tions and ordinances, which the 
Mayor promptly vetoed. The Council 
then moved to pass the measure over 
the Mayor’s veto. And nearly did it. 
The vote of a single Councilman pre- 
vented this practical and wise com- 
promise measure coming into effect 
—the practical solution of a vexing 
problem. And Detroit still was with- 
out transit relief. 


A man who rode beside me one 
day not long ago in the fast limited _ 
car on the interurban down from 
Flint complained bitterly of the lack 
of crosstown service. 

“J live over on Grand River 
Avenue,” said he, “and when this car 
comes by the Ford plant on Wood- 
ward Avenue I will be within 3 miles 
of my house. But there is no way to 
get across to it, other than walking. 
So I am compelled to ride 6 miles 
down. into the heart of the city at 
night, transfer there and ride out 6 
miles again.’ All for the lack of a 
well placed crosstown line.” 


Unquestionably Detroit is as badly 
a laid out city for a million folk to- 
day as she was well designed for the 
two or three hundred thousand that 
was thought would be her maximum 
possible size—up to ten or twelve 
years ago. Her ingenious plan of 
radiating streets, shooting out like 
spokes of a double wheel from her 
two civic centers downtown, was very 
good for a city whose homes and fac- 
tories could be comprised within a 
radius of 3 miles or so. For one 
demanding a radius of 6 or 7 or 8 
miles it is of little practical use; far 
inferior, in fact, to the straight 
checkerboard pattern of so many of 
our American cities. Yet her badly 
devised and much overgrown city 
plan could be fairly taken by cross- 
town lines—lines such as my friend, 
the fellow passenger down from 
Flint, needed to get him over to his 
home and supper. 

Now what has happened in regard 
to these crosstown lines? For a long 
time past the Detroit United has 
stood ready and willing to finance and 
to build them. A route that it chose 
for one of these was through High 
Street. That was ali of seven years 
ago. The very suggestion met with 
great acclaim on the part of the resi- 
dents of one of the most rapidly 
growing and poorest served new sec- 
tions of the city. People really want 
it. Was the line built? Answer: It 
was not. One of the then members 
of the Common Council was reputed 
to own property on another cross 
street which might have been used 
for a crosstown line, although, in the 
judgment of traction experts, not as 
effectively as High Street. The ob- 
durate Councilman, even if he failed 
to get a new trolley route past his 
own holdings, did succeed in prevent- 


ing any other being built. And the 


Detroit folk who walked long blocks 
in bad weather getting to and from 
the nearest trolley cars did not 
understand why they could not have 
genuine transit relief, 


A TEST PERIOD OF FARES 


With... the service-at-cost plan 
buried—and seemingly without the 
slightest hope of resurrection—the 
harassed and perplexed traction com- 
pany turned toward at least tempo- 
rary relief in its fare situation. Its 
term franchises expired on the down- 
town section of two of its main-stem 
streets—Woodward Avenue and Fort 
Street—and yet with its cars operat- 
ing on those tracks merely as a pub- 
lic necessity and on a day-to-day 
basis, it still possessed nearly 300 


- had not been idle. 
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miles of other trackage in Detroit, to 
say nothing of those 600 miles of 
interurban line that we have already 
seen. Yet even if all of its city fran- 
chises had expired it still would be in 
need of fare relief—of a definite sort. 
For Detroit has by no means been 
exempted from the causes and condi- 
tions that have jammed up the cost of 
street, car operation in the towns big 
and little all the way across the land. 
On the contrary, her local industrial 
situation has made her a remarkably 
difficult and expensive town in which 
to conduct a business of any sort. 

Mayor Couzens, under the pres- 
sure of a real traction crisis, an- 
nounced his perfect willingness to 
put this question of increased fares 
up to arbitration. Mr. Couzens may 
be radical, but he does not seem to 
be mean. His attitude is one of 
extreme generousness. He is pledged, 
however, to the idea of a municipal 
street railway for Detroit and is 
nothing if not consistent. 

So it was that the question of 
increased fares—the D. U. R. had 
intimated that the retention of the 
5-cent fare, but with a charge of 1 
cent for transfers, would give it a 
breathing chance. In fact it went so 
far as to endeavor to put such a fare 
into effect—with the almost usual 
accompaniments these days of a 
strike of its platform men for 
additional wages and a three-day sus- 
pension of trolley service and great 
expense and annoyance to the 
citizens of the town. Out of the 
protests of these bewildered folk, in 
fact, came the Couzens agreement.to 
arbitrate the entire fare question. 
Arbitrators were appointed and a 
test period of three months chosen to 
see if the company needed the raises 
in fare. 

Once again the Detroit United 
played out of luck. 
fated-—hoodooed is perhaps a still] 
more expressive word. In the three 
test months—July, August and 
September, 1919—it did a humming 
business. The flush after-the-war 
period was well upon the city by the 
straits. People rode upon the trolley 


- ears of Detroit—in dull hours as well 


as the busier ones—as they appar- 
entiy had never before ridden. The 
company failed to make its hard-up 
showing and its fare remained at 5 
cents with free transfers. And so 
still remains. 


PLANS FOR A MUNICIPAL RAILWAY 
BECOME DEFINITE 


In the meantime Mayor Couzens 
He is not of the 


It almost seems 
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idle sort. In these repeated failures 
of the various plans of the D. U. R. 
he saw the hour of his own opportu- 
nity looming large. He decided last 
spring that the time had come to 
make his plans for a municipal street 
railway definite. So more experts 
and more engineers were imported 
and, with the aid of the city’s own en- 
gineering department, a scheme was 
evolved for the construction of 163 
miles of new trolley line. In addi- 
tion to these the Mayor planned to 
take as downtown main stems the 
lower portions of the Woodward 
Avenue and Fort Street lines of the 
Detroit United Railway, upon which 


a day last April he went to the people 
of Detroit and asked them to give 
him a referendum appropriation for 
this very sum. And still the Detroit 
United Railway played out of luck. 
Its hoodoo is a most persistent sort 
of bird. Only about 45 per cent of 
the intelligent electorate of the town 
voted, but more than the required 60 
per cent of the actual voters approved 
of the Couzens plan, whereupon the 
Mayor proceeded toward actual con- 
struction of his street railway—until 
the existing company stepped in and 
tied up the matter in an action in 
the federal court. It claimed that 
there were doubts as to the validity of 
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With its system of radiating avenues from the civic center, Detroit is well adapted for 
, street transportation 


you will remember the term fran- 
chise had expired and where the 
company was, and still is, operating 
without franchise and under a so- 
called day-to-day agreement as a 
public necessity. There are 55 miles 
of this last type of line, including a 
few miles of new trackage built as an 
emergency and also operated on a 
day-to-day basis, which brings the 
mileage of the proposed municipal 
system to nearly 218 miles. 

The new trackage of this civic 
railway is practically all of it lo- 
cated in the outlying sections of the 
city. it is divided into three groups 
—for convenience lettered alpha- 
betically—and of which the third 
grouping, Group “C,” about 59 miles, 
is not planned to be built at the 
present time. That leaves about 103 
miles of actual new trackage to be 
constructed. To build this new line, 
as well as to equip it with cars, car- 
houses, shops and power houses, 
Mayor Couzens’ engineers have esti- 
mated will cost $15,000,000, and on 


the election; as to the way in which 
it was held and the manner in which 
the votes were cast. All of which 
are technical questions and will be 
finally decided by the Federal Su- 
preme Court, in due course. 


POSITION OF CAR RIDERS IN JEOPARDY 


In the meantime let me attempt a 
final analysis of this most perplexing 
Detroit question. The Couzens rail- 
way scheme if carried out as planned 
provides a traction system of most 
unusual appearance. It is forced by 
that self-same peculiar street con- 
formation of the city to use the ex- 
pired franchise routes of the Detroit 
United in Fort Street and Woodward 
Avenue to bring its new lines, ‘build- 
ed almost entirely in the new,out- 
lying sections of the city, downtown. 
In the case of Woodward Avenue this 
is particularly unfortunate, for with 
the utter lack of foresight, common 
to so many of our American cities, 
Detroit failed a dozen years ago or 
more to widen this street to the 
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This photograph shows the men leaving work at the Ford plant lined up to board cars. 
In this way rapid loading of cars has been obtained 


dimensions that its real importance 
as the chief thoroughfare of a city 
of more than a _ million folk 
demanded. Now it is too late. Great 
and permanent new buildings of a 
type not easily removed or altered 
line it upon either side. Yet through 
Woodward Avenue there pours today 
a trolley traffic that is reputed to be 
greater than that of any other street 
of the United States, although the 
D. U. R. pours no feeding lines what- 
soever into this main thoroughfare, 
reserving it for the cars of the Wood- 
ward Avenue service alone and an 
occasional interurban in from Ann 
Harbor, Pontiac or Flint. 


WHAT THE COUZENS PLAN MEANS 


With the Couzens municipal plan 
in effect four outlying surface car 
lines to the west and one to the east of 


the outer sections of this street will 
have to be poured into and through 
its narrow and congested downtown 
section—between the Boulevard and 
the Grand Circle. And congestion 
worse congested. 

“But how about the Detroit 
United’s service and that of the in- 
terurbans too?” you interrupt. “How 
are these to be brought down into 
the heart of the city with the down- 
town Woodward Avenue section 
taken from the old company 

Please do not. worry about the 
interurbans. The local merchants 
will see to it that they are not dis- 
turbed in getting to downtown 
Detroit. They bring too many mil- 
lions of dollars in trade to their 
stores in the course of a twelvemonth 
to be easily turned aside. And as 
for the D. U. R. cars in outer Wood- 


This view was taken on Jefferson Avenue, which runs nearly parallel with the Detroit 


River. 


The photograph was taken near the junction with Woodward Avenue 
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ward Avenue, they can also be taken 
care of, quite easily. The company, 
perhaps with an anticipation born of 
real foresight, long ago paralleled 
Woodward Avenue with double- 
tracked relief routes; one on each 
side of that great main-stem street. 
Its position is quite secure. 

It is the position of the car riders, 
of the million or more Detroit folk, 
which is most in jeopardy, it seems to 
me. With two systems their general 
system of universal free transfers, 


such as they are enjoying at this . 


moment, becomes an impossibility. 
Two fares, in some cases three, will 
have to be paid where they now ride 
for one, and could continue for a 
long time to ride for one, with the 
possible addition of a penny or two 
for transfers. The burden of the 
worry has been shifted to their 
shoulders... 

For impressive as the Couzens plan 
is in all of its maps and prospec- 
tuses, it is somewhat less so when 
one comes to examine its financial 
outlines. 
plan, as outlined to the Council, the 
sum to be expended reaches $15,022,- 
000, divided as follows: $2,220,- 
000 for the 55.5 miles of trackage 
now being operated by the D. U. R. 
under the day-to-day agreement, 
$7,052,000 for the new trackage, 
$4,000,000 for 400 motor cars, $750,- 
000 for 150 trailers and $1,000,000 
for carhouses, tools.and equipment. 
Analyze these figures for a moment. 
Start with the second item. Mf. 
Couzens proposes to spend $7,052,- 
000.for 108.05 miles of new track— 
the Class C group of 59.7 miles being, 
as we have already seen, deferred for 
the present—which figures close to 
$68,432 a mile. Yet, coming back to 
the first item, the Mayor of Detroit 
only proposes to pay the D. U. R. 
$40,000 a mile for its 55.5 miles of 
line. 

“The Mayor counts without his 
host,” said President Brooks of the 
Detroit United to me the other day 
in referring to this very point. “He 
has no right to assume that we would 
sell“at this or any other price yet 
fixed. He is proceeding upon an 
entirely unwarranted assumption.” 

To an unprejudiced outsider it 
might seem a little inconsistent that 
the city should expect to buy exist- 
ing line at $40,000 a mile when it 
proposes to pay $68,000 to build new 
trackage. Assuming for the moment 
that it could force the D. U. R. 
actually to tear up its tracks in the 
franchiseless streets—although I am 
quite sure, that such a stroke would 


According to the Mayor’s © 
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bring down almost interminable 
legislation—it immediately would be 
forced to the latter figure of ex- 
penditure. 


In fact, it is interesting to 


_ notice that Parsons, Klapp, Brincker-— 
hoff and Douglas in making their 


estimates of an enlarged transit for 
Detroit placed the cost of new sur- 
face lines there at an average of 
$75,327 a mile—considerably ahead 
of Mr. Couzens’ figure. At these 
figures the Mayor’s 103 miles of 
brand new track would cost $7,762,- 
447, or about half a million dollars in 
excess of the budget: which his own 
engineers have prepared and which 
was used as the basis of the special 
election. 

It would look as if Mayor Couzens 
has been equally conservative in some 
of the other items of his estimate. 
It allows $10,000 apiece for modern 
motor cars and $5,000 for trailers. 
‘The Mayor may have an inside line 
on the equipment market such as the 
D. U. R. does not possess. Its cur- 
rent prices on the first of these is 
$15,000. each, on the second $9,720. 
Applying these to the Mayor’s car 
necessities, we find his rolling stock 
item increased from $4,750,000 to 
$7,458,000, a mere matter of some 
$2,700,000. Similarly, I have been 
assured that the Mayor’s items for 
carhouses and shop equipment show 
equal if not greater conservatism. 
This is not the day of low building 
cost, particularly in the city of 
Detroit. 

I am setting these facts down 
without any rancor or prejudice 
whatsoever. It may be that the time 


has come for Detroit to own if not - 


to operate her city transportation 
service. I talked with a pretty big 
business man of that town within a 
fortnight after its most recent trac- 
tion election—a man, incidentally, 
whose business affiliations do not ally 
him with or against its street rail- 
way organism—and he expressed his 
opinion that the city should now buy 
the D. U. R. and then turn it over 
to that company for simple and effi- 
cient operation. His thought was 
that a plan which would be somewhat 
similar to that of the operation of 
the New York subways would best 
meet the present necessities of the 
Detroit situation. 

“I know Jim Couzens and like him 
very much,” said he, “but for the 
life of me I cannot see why he should 
want to expend $15,000,000 or more 
for a parcel of indifferent suburban 
trolley lines whem by an expenditure 
of hardly more than twice that figure 


Another v-ew at the Ford plant. Queue loading has been employed at congested points 
in Detroit for some three years and has been applied even in the heart of the city 


he could have the whole city traction 
system—lock, stock and barrel—and 
by the expenditure of a very few 
extra millions the essential feeding 
lines from the outer districts could 
be laid down.” 


DETROIT Must WorkK Out ITS 
OWN PROBLEM 


For myself, I think that this hard- 
headed Detroiter has much the right 
point of view. The problem for him 
—and really not so much for him as 
for the trolley riders of that big and 
overgrown town—is to give proper 
expression to it. It is ‘not a matter 
in which the traction interests of the 
city can help him in the slightest. 
Their turn is over. They have had 
their hour in the court of public 
opinion. 


(The junction of Woodward Averue and Michigan Avenue. 


The courts of justice are their 


final resource. In the meantime 
their cue is silence. They must sit 
back. Detroit must work out her 


own salvation—in this as in her other 
great and grave civic problems. Ne 
one can do that for her. If she fails 
in this she will have no one to thank 
save herself. If she succeeds, it will 
be she herself who will reap the full 
results of her triumph. 


In his next two articles Mr. Hung- 
erford will describe interesting 
situations on the Pacific Coast. In 
San Francisco there is actual compe- 
tition between a municipal line and 
one privately owned and this will 
form the topic of the first article by 
Mr. Hungerford. 


‘GOLDE 
CLOTHES 


The trolley line on Wood- 


ward Avenue carries a traffic almost as heavy per mile of track as that on the New 
; York elevated lines 
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C. E. R. A. A. Meets at Ottawa Beach 


Daily Versus Weekly or Monthly Freight Settlements Chief Subject of Discussion 
at Accountants’ Convention ° 


parent association, the Central Electric Railway 

Accountants’ Association met at Ottawa Beach, 
Mich., July 10 for a half-day session. Those present 
were A. R. Baxter, vice president of the association, who 
presided; Secretary Neereamer and assistant and Henry 
Friede, Toledo, Ohio; F. A. George, Kokomo, Md.; W. E. 
Livingston, N. M. Viergwer and Miss L. E. Jones, Grand 
Rapids, Mich.; F. Pantel, Michigan City, Ind., and J. P. 
Longon, Dayton, Ohio. 

The small attendance of this and several preceding 
meetings led to the passing of a resolution by the execu- 
tive committee, later ratified by the general body, in- 
structing the executive committee to address.a strong 
letter to all members urging attendance and stating 
that unless greater interest were taken and unless the 
next meeting were attended by 60 per cent of the 
members it would seem that the association should be 
abolished and that steps probably would be taken in this 
direction. It was pointed out in the discussion that a 
great many of the members show a distinct interest in 
the work done by a meeting, but are unwilling to give 
any time or effort to the association. 

Two amendments to the constitution, one defining 
who shall be members of the executive committee and 
the other changing the number of regular meetings of 
the association from four to two a year, were adopted. 

It was decided that the next meeting will be Jan. 21 
and 22 at Dayton, Ohio. The following nominating 
committee for report at the January meeting was ap- 
pointed by Mr. Baxter: F. Pantel, chairman; J. P. 
Longon and L. T. Hixon. 

The remainder of the meeting was devoted to the 
reading of two papers on daily rather than weekly or 
monthly freight settlements, by Mr. Longon and H. F. 


| \NOLLOWING the meeting on July 8 and 9 of the 


McColgin. The latter was read by the secretary in the 
absence of the author, These papers are printed be- 
low. 


Mr. Pantel discussed the subject briefly, pointing out 
the practice of his company, the Chicago, Lake Shore 
& South Bend Railway, of making a weekly settlement 
to conform with steam road practice, this company be- 
ing a member of the American Railroad Association. 
He said there was great difficulty in getting even weekly 
settlements made, the agents contending there was not 
sufficient time to make out these reports. He thought 
the expense of daily settlement would be too great. 


Daily Reporting of Freight Accounts 


By J. P. LONGON 
Auditor Cincinnati & Dayton Traction Company, Dayton, Ohio 


HE question has come up several times relative to 

the merits of daily reporting of freight and express 
business by agent to auditor, and as a means of ascer- 
taining the true merits of the daily system a committee 
was appointed at the last meeting of this association, 
held at Indianapolis, Ind., April 24, 1920, consisting of 
J. P. Longon, Orin A. Small and H. F. McColgin. The 


. 


committee sent out a request for a set of forms and an 


expression from the various auditors as to the merits 
of their systems and the approximate. amount of cler- 
ical energy expended in the carrying out of their re- 
spective systems. Only a few of the auditors responded 
to the request and to the ones who responded the com- 
mittee extends its thanks; to the ones that ignored it 
we feel that the spirit of indifference or procrastination 
kept them from conforming with the wishes of the com- 
mittee. It was found that of thirteen companies which 


-replied to our request five used the daily system and six 


used the monthly, while one used a semi-monthly sys- 
tem and one used the weekly. It was found that of the 
companies using the daily system most all were the 
smaller companies, while the larger companies used the 
monthly system. The clerical energy used was in most 
cases the same, as more labor is required in checking 
daily reports in the same amount of volume than is 
required by monthly checking, as the monthly 
audit is a comparison of totals from one station 
against the total of other stations, and where they 
agree no further checking is required, while where they 
disagree it is necessary to check back to locate errors. 
We find that the monthly system is the cheapest for 
large companies, but the question of economy is some- 
times open to argument, for it has been the experience 
of the writers that very often an agency is located in a 
country store where the railroad work is a side issue and 
the agent is paid on a commission basis and the agent 
withholds the company’s cash to run his store business 
until the end of the month, while if a daily system were 
used he would have remitted all of the cash to the au- 
ditor daily. On one line that the chairman of this com- 
mittee was sent to systematize he found a comparatively 
fair-sized station located in a village post office. It was 
arranged with the United States postal inspector to 
audit this station on consecutive days. The government 
inspectors found that no segregation of cash was kept, 
which was contrary to government rules, and this post- 
master only escaped serious trouble by his plea of igno- 
rance and the influence of his friends. His real trouble 
was encountered the following day when his railroad 
accounts were audited, for he had taken all of his cash 
to satisfy the post office account and was considerably 
short in his railroad accounts. He had been speculating 
in stocks and was using the railroad company’s funds, 
using the argument that he did not have to settle up 
but. once a month, although a daily cash remittance was 
expected and was made, but same was short daily. 

The most meritorious feature of the daily system is 
the fact that it compels all agents to remit in full for 
each day’s work and it enables the auditor to drop in 
at any station for a surprise check, needing only the 
last day’s report. This cannot be done with the monthly 
system in vogue. With the daily system the agent 
shows the balance due from yesterday and all debits and 


credits affecting the current day’s business and balance . 


due company; this balance is supported by uncollected 
expense bills on hand. It is a wonderful aid to an agent, 
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for he gets his corrections daily and can take them into 
account the same day as received. A summary book is 
kept by some companies using the daily system, into 
which the agent enters the totals of all his books, which 
in turn must agree with the totals of his various debits 
and credits on his daily balance sheet; the totals of this 
summary book are the figures he uses on his monthly 
balance sheet. It is possible to have the agency account 
at all stations clear by the 5th of the following month, as 
his monthly totals are ready as soon as his last day is 
balanced; as sub-totals are carried in his summary 
book, all that is:then required is to draw off a list of his 
uncollected expense bills. This could be ready by the 
3d of the month, but it is good practice and saves 
listing of many current bills by allowing the agent to 
withhold his list of uncollected until the 5th, listing all 
bills open on that date and showing the amount of cash 
remitted to auditor between the 1st and the 5th as tran- 
sit cash; the total of both these items must agree with 
balance due company on monthly report. 

The agent should not have any ancient items on his 
list of uncollected if auditor will issue reliefs promptly 
upon proof of agent’s request. ; 

Statement of differences are not required, as agent 
gets reports of his differences daily, and if he takes 
these into account daily he should balance clean at the 
end of the month. 

Agent should stamp off his cash book postings against 
his received collect and prepaid forward, so that in event 
of his uncollected not balancing with amount due com- 
pany he can check his list of uncollected against the 
unstamped items in the received and forwarded books. 

The freight accountant keeps a register on file of all 
corrections sent to agents and as soon as agent takes 
same into account he removes his copy of corrections 
from this file, so that at all times he has file of correc- 
tions issued and not taken into account. Copies are 
sent to agent if not taken into account in due time. 

Another feature of daily reporting is in furnishing 
the traffic department with information. relative to the 
movement of freight daily both cl. and lel. On 
some lines considerable car-load business is done and 
special reports are kept on these movements. 

In Cincinnati during the barleycorn days the steam 
lines made a special effort to get the whiskey business 
between Cincinnati and Toledo. 
vulged a falling off of whiskey shipments and investi- 
gation was begun before the end of the month in 
question, and not only did the interurbans regain the 
lost business but were successful in procuring consider- 
able new business. 

Again we were short on trail car equipment and it 
was necessary to refuse carload shipments, and within 
a few days the daily reports divulged a falling off of 
business from Middletown station. This was pointed 
out to our traffic department and it found the tobacco 
companies closed for inventory and repairs. The equip- 


* ment used in this service was pressed into’ Cincinnati 
service and daily revenue again picked up. 


It follows 
that in many instances the agent will pursue the course 
of least resistance and will not report the falling off of 
business, but the daily report is the “telltale.” It fol- 
lows also that a telltale that points out daily a decrease 
in revenue is far more valuable than one which acts 
but once a month. 

It appears to us that the economy effected by the 
monthly system is of a false nature, inasmuch as it does 
7 


The daily reports di- 
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not give the operating officials the information which 
enables them to regulate their service to the best ad- 
vantage. It does not show up any falling off of business 
from any specific station until the end of the month. It 
does not show the loss of certain kinds of shipments, as 


often happens through failure of some one along the 


line to give the kind of service expected, until possibly 
a month after it occurs. It also does not show the fruits 
of solicitation or advertising. 

In this age of motor transport it behooves the inter- 
urban railroad to be on the alert and give the shipper 
100 per cent efficiency in service, for that is our stock 
in trade, as this is all we have to sell; let us be ever on 
the alert to keep our shippers satisfied, and the daily 
system is our ace card, for it tells the daily progress of 
our transportation department; it enables.us to tell, by 
passing records and abstracts, the daily movement of 
each and every piece of freight from station to station, 
which reduces tracing and claims, also the clearing up 
of O.S.&D. items, and these also tend to retain your 
shippers by giving satisfactory service. 

The wise business man today is he who knows what he 
is doing in volume today, not thirty days from now.~ It 
behooves us to give careful and scientific study to our 
work, and if we are to be properly recognized the system 
of accounting installed in our departments must give 
the best results, not merely the “getting by,” but the 
furnishing of the most valuable information in time 
to be of value, and not to be rendered as ancient history, 
with the time-worn label of “too late’”’ to be good. 


Daily Freight Settlements 
by Agent to Auditor 
By H. F. McCoLGcin 


Auditor Indianapolis & Louisville Traction Railway 
HE question of the daily freight settlement is ad- 
vocated by some and opposed by others. The 
writer, being a believer in the daily method, will attempt 
to show in a brief way the grounds for his belief. Hav- 
ing been at one time connected with the Pennsylvania 
Railroad Company, I have taken its system as the basis 
for my arguments. In order to discuss the subject, I 

will divide it into two parts, the old and the new. 
I will first take up the old plan of monthly settlements. 
I regret that I was unable to secure a set of the old 
blanks for exhibit, but will refer to them by their form 
number. Under the monthly form of settlement the 
agent filed his waybills each day, usually filing the 
larger stations separately and smaller stations in one © 
file; by that I mean stations from which a number of 
bills are received daily would be kept separate, while 
stations from which only a few bills were received would 
be plaged on the miscellaneous file. At the close of the 
month’s business (by that I mean when all bills dated 
in the month for which report was being made were 
supposed to be in) the agent would separate his way- 
bills, according to number and station order, and list 
them on what. was called the “B” report, showing date, 
waybill number, freight advances and prepaid. These 
reports carried two columns of waybills, and the average 
station would have from ten to forty sheets of received 
business to total recap and balance with his freight 
received book, thus making twice that all bills were 


written up. All forwarded waybills were recapped each 


day, and at the end of the month were gone through 
again and all prepaid waybills listed on a “C”’ report 
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and balanced. From these two reports the figures for 
the monthly freight settlements were taken. With this 
explanation, we will take up briefly the new or daily 
method. 


METHOD WHEN DAILY SETTLEMENT 
Is USED 


Under the daily settlement method a loose leaf system 
is used. When the extensions on the received waybills 
have been checked and any errors are corrected they are 
entered on the daily: sheet, known.as Form 728A, a car- 
bon copy being made, which is retained by the agent 
for his permanent record. These copies are bound in 
binders furnished for that purpose. The original copy, 
balanced, and with all waybills securely attached, is for- 
warded to the auditor of freight receipts at the close 
of each day’s business. Waybills for freight forwarded 
are handled in the same manner, except that they are 
listed on a separate form, No. 693A. 

A day’s business consists of the waybills actually is- 
sued and those actually received, with the exception that 
where the shipment is short the regular short report 
is made and the waybill is not taken into account until 
shipment is received. When these reports have been 
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Combined Overhead Crossing and 
Landing Platform 


San Francisco Municipal Railway Constructs Some 
Concrete Work Along Pleasing Lines— 
Mission Effect Used 


HE accompanying photographs show an attractive 
reinforced concrete footbridge which was built by 


‘the Municipal Railway of San Francisco for carrying 


the Nineteenth Street pedestrian traffic over the line of 
the Church Street railway tracks, giving access to Mis- 
sion Park from Church Street. In connection with this 
footbridge two concrete landing platforms were con- 
structed. The entire structure is built in mission style. 

One of the most interesting features of this construc- 
tion is the electrical work. Two electroliers were in- 
stalled alongside the landing platforms, each equipped 
with five 23-watt Mazda lamps burning five in series 
on 600 volts. A galvanized switch box installed on the 
face of the abutment wall and fitted with a G. E. com- 
bination switch and cutout permits control of the cur- 
rent for both electroliers. 

Between the platforms 48-lb. guard rail sections were 


AT LEFT, FOOTBRIDGE AND LANDING PLATFORMS BUILT BY MUNICIPAL RAILWAY OF SAN FRANCISCO. AT RIGHT, 
LOOKING DOWN ON THE CHURCH STREET TRACKS FROM WALK LEADING TO MISSION PARK 


bolted onto the inside of both rails of both tracks with 


completed the totals are listed on a summary sheet, hav-_ 


ing a place for each day of the month, and, unless cor- 
rected by the auditor, the agent’s record is finished. At 
the end of the month the summary is totaled and agent’s 
report for month is complete and supposed to. be in 
auditor’s office on the third day of the succeeding month. 

What is gained by the daily method: 

1. A great saving in time to agents, who, as a rule, 
have more work than they can properly handle. 

2. It gives the auditor’s office a closer check on com- 
pany’s business and enables it to compile statistical in- 
formation at any time it may be desired. ° 

8. It practically eliminates, or, at least, greatly re- 
duces, the amount of on-hand uncollected at close of 
month, owing to the fact that any waybill not received 
by the last day of the month is carried to the succeed- 
ing month’s account. 

4. It enables the auditor’s office to close up monthly 
records much sooner. 

It is claimed by some that this plan requires a great 
increase in office force. However, I am informed by the 
auditor of the Pennsylvania lines that it causes about 5 
or 10 per cent increase in office force. This would mean 
that an office employing twenty clerks would need one 
more clerk. 


#-in. track bolts. The spaces between all of the rails 
of both tracks and between the rails and the concrete 
curbs of the platforms were filled with ballast and 
screenings and covered with an asphalt wearing sur- 
face 1 in. thick. 

All concrete floors and walks, stair risers, etc., were 
finished with a #-in. top coat composed of one part ce- 
ment and one part fine gravel, hand troweled to a 
smooth finish. Lamp black was used to give the finished 
work a uniform dark slate color. 

The entire inside surface of the arch from face to 
face and all exposed concrete surfaces of the bridge 
were finished with two coats of cement mortar. The 
first coat, $ in. thick, was composed of one part cement, . 
hydrated lime equal in volume to 10 per cent of the 
cement, and three parts sand. The second coat was ap- 
plied by means of the cement gun. It consisted of 
cement mortar in the proportion of one part cement to 
two parts of sand. 

An open-joint drain is carried through Mission Park, 
laid between the tracks. Concrete gutters also parallel 
the tracks through Mission Park. At landing platforms 
these gutters connect with pipe that extend under the 
platform, as shown in one of the illustrations. 
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OFFICE BUILDING 


Some “Empire United” High Spots 


Ona | Recent Visit the Writer Was Favorably Impressed by the Operation of This 
Interurban Road in Central New York 


BY M. C. TURPIN 


Westinghouse Electric and Manufacturing Company, East 
Pittsburgh, Pa. 


property that is successfully endeavoring to re- 

duce operating expenses and at the same time 
furnish better service is to be found in the Empire 
State Railroad. This property was formerly a part of 
the Empire United Railways, Inc., which a few years 
ago was reorganized and divided between two companies. 
The Empire State Railroad Corporation, with its main 
office at Syracuse, N. Y., assumed the ownership of the 
line from Syracuse norayaed to Oswego and the line 
between Auburn and Port 
Byron, connections being 
made with the New York 
State Railways, the Auburn 
& Syracuse Electric Rail- 
road and the Rochester & 
Syracuse Railroad, as indi- 
cated on the accompanying 
map. The territory served, 
which includes the citics of 
Syracuse, Auburn, Bald- 
winsville, Phoenix, Fulton 
and Oswego, has a popula- 
tion of approximately 250,- 
000. It is an unusually 
fertile country as well as 
one supporting many indus- 


A) vrorerts that example of an electric railway 


of a state noted for its 
scenic beauty. The line 
between Syracuse and 
Oswego, a distance of 40° 
leled by both 
the New 
Lackawanna | 


‘ 


York Cen tral: ane 4 | MAP SHOWING LAYOUT OF EMPIRE STATE RAILROAD 
AND SURROUNDING TERRITORY 


Western Railroads, but through superior service the 
electric line gets a good share of the business. The dis- 
tance is covered by regular electric trains in one hour 
and forty minutes and by “limiteds,” operated on Satur- 
days and Sundays, in one hour and twenty minutes. In 
addition to the interurban service the company operates 
city cars in Fulton and Oswego and handles an extensive 
summer business between Syracuse and_Long Branch 
Park, a pleasure resort on Onondaga Lake. The advant- 
ages of handling freight traffic are fully appreciated 
by the company, which 
operates two two-car trains 
each way every day, except 
Sunday, between Syracuse 
and Oswego for handling 
local freight between these 
and intermediate stations. 
Handsome, _ stucco-type, 
combination passenger and 
freight stations are located 
at Syracuse, Baldwinsville, 
Fulton and Oswego, at each 
of which an agent is main- 
tained. Attractive stained- 
wood shelter stations are 
located at various numbered 
stops along the lines. An 
effort was made to heat 
these shelter stations with 
electric heaters, but owing 
to the destructive proclivi- 
ties of children and mali- 
ciously inclined adults who 
made a practice of break- 
ing up, the heaters, these 
efforts were abandoned. 
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AT LEFT, CARHOUSE; AT RIGHT, SHOP 


‘ 


AT LEFT, VIEW OF THE TRACK, CAR, TRANSMISSION LINE AND CATENARY LINE CONSTRUCTION ; 
AT RIGHT, TWO-CAR TRAIN 


LEFT TO.RIGHT—SHOP, CARHOUSE AND OFFICE BUILDING 


July 24, 1920 


The length of road operated by the company is 57.6 
miles, the trackage being 83.9 miles, about 50 per cent 
of the route being double-tracked. The rolling stock 
consists of seventy-four cars, apportioned as fol- 
lows: Interurban, closed, eighteen; open motor and 
trailer, fifteen; city, closed, seventeen; city, open, six; 
freight, four; work, two; snowplows, four; sweepers, 
two, and miscellaneous, six. 

The original closed interurban equipment consisted 
of twelye cars, each having four Westinghouse-119 
motors, the electrically heated cars having a seating 
capacity of fifty-eight passengers and the stove-heated 
cars a capacity of fifty-six passengers. Appreciating 
the saving to be made by operating lighter weight cars, 
the company converted six trailer cars into motor cars 
by installing vestibules, sash, electric heaters, etc., and 
equipping them with four Westinghouse 101-B motors, 
which were in use under open motor cars, These con- 
verted trailer cars weigh approximately 56,000 lb. com- 
pletely equipped, as compared with a weight of 95,000 lb. 
for the original interurban equipment. 

The lighter cars are generally used for the shorter 
runs and extra service. In the summer these motor cars 
draw the open cars, from which the motors were taken, 
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The writer, on a recent visit to this property, could 
not fail to be impressed with a number of features con- 
nected with the operation of the road that seemed to 
indicate a progressive spirit on the part of the manage- 
ment, and not only a laudable purpose of reducing oper- 
ating expenses but also one of furnishing better service 
and catering as well to the needs of the employees. A 
few of the “high spots” among these features may be 
mentioned. ; 

Every passenger car is washed at frequent intervals, 
This not only keeps the paint 
on the cars in good condition, but improves their appear- 
ance and creates a much better impression of the road 
among the passengers. The company believes in fur- 
nishing service as well as transportation and believes 
that the average passenger, as a rule, will not notice a 
clean car. particularly, but he or she will notice a dirty 
or ill-kept car and will not hesitate to condemn it in no 
uncertain terms. Therefore, every effort is made to keep 
the cars clean and sanitary. They are also painted at 
regular intervals, the company having adopted the Penn- 
sylvania Railroad red as the standard color for all of its 
cars. 

As fast as is practicable all the cars are being thor- 


1920 SNOW SCENES ON THE EMPIRE STATE: 


as trailers. The company estimates that by the use of 
this equipment approximately $1, 000 per month is saved 
in the cost of power. 

Power for the operation of the road is obtained from 
the Niagara, Lockport & Ontario Power Company at 
- 33,000 volts and distributed to four substations, with 
a combined capacity of 2,900 kw., located between Os- 
- wego and Syracuse. Power for operating the Auburn- 
Port Byron branch is obtained from another substation 
receiving power from the.same power company. Three 
of the substations are equipped with two 400-kw. West- 
inghouse rotary converters, and one with a 500-kw. con- 
verter of the same make, with the necessary transform- 
ing and switching equipment. 

With the exception of about 7 miles, the line to 
Oswego is of catenary steel-bridge type construction, a 
500,000-circ.mil feeder cable being used as a messenger 
wire. This construction was described in the ELECTRIC 
RAILWAY JOURNAL for Oct. 14, 1914. In the process of 
rehabilitat the road, the company has installed 
twenty miles of new No. 0000 trolley wire. The lines 


ef ‘are protected throughout by automatic block signals. 


oughly rehabilitated, the equipment overhauled, new 
toilets installed and the present side horizontal-burning 
lamps changed over to center vertical-burning ones. The 
relays for operating the control system have been 
mounted in the motorman’s cab under a glass case so as 
to protect them from snow, dust and dirt. 

Another progressive feature adopted by the company 
is the use of what is known as the queue, or single file, 
method of loading men on the cars at industrial plants 
located on the lines. This plan was put into effect as far 
back as 1917, at an army camp located near Syracuse, 
where considerable trouble had previously been experi- 
enced in loading soldiers on the cars. This method has 
been adopted by the Holcomb Steel Company and other 
industries along the lines with most satisfactory results. 
It entirely eliminates crowding and the fighting which 
frequently ensues, permits a quicker “get-away,” and 
consequently improves traffic conditions. 

As previously mentioned, the company does a good 
summer business to Long Branch Park on Lake Onon- 
daga, which is greatly augmented by the handling of:a 
large number of picnics. The regular excursion rate 
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from Syracuse to the park is 25 cents per round trip, 
whereas the company sells tickets in lots of 200 or over 
at 20 cents, allowing the organization holding the picnic 
to make the extra-5 cents. Nor does the company over- 
look the needs of its employees. The offices and shops 
are located in a well-built and well-lighted, spacious 
group of buildings, about four and a half miles from the 
center of the city. This location is, therefore, not well 
situated in regard to lunching facilities. The company 
has installed in the office building a diner and cafeteria 
open to all employees. Food is bought in town, brought 
out over the company line, cooked on an electric range 
and served by girl employees. It is supplied practically 
at cost prices. An electric dishwasher is included. 
The management of the company is under the super- 
vision of Ford, Bacon & Davis, engineers, with J. C. 
Nelson, recently elected president, in direct charge. 


Saving $900 a Month on Printing 


The Railway and Electric Company of Atlanta Has 
Cut Its Printing Costs in Two by 
Doing Its Own Work 


NABLE to get satisfactory composition from the 
printers of Atlanta, the Georgia Railway & Power 

Company determined to do its own printing work. To 
this end it has gradually equipped a print shop in 
the office building of the company with the necessary 
machinery until, during the past year, it has been able 
to do the greater part of its own printing. 

The start on this policy was made by imstalling two 
multigraph machines as a means of demonstrating what 
could be done in the way of savings for the company 
without too great an investment. These machines were 
used for about a year, and W. H. Smaw, purchasing 
agent, was satisfied that there were possibilities war- 
ranting further investments. With about 750 sq.ft. of 
floor space available in the company’s office building, 
equipment has been added until at the present time it 
includes one Kelly automatic press, two 10-in. x 15-in. 
Chandler & Price presses equipped with Miller feeders, 
one 8-in. x 12-in. job press, one large and one small 
wire stitching machine, one power paper cutter, one 
power punch, one power perforator, two make-up stones 
and a large supply of type of various kinds and sizes. 
The investment involved is about $8,000. 

With this equipment, it is possible to do practically 
all such printing as the various office forms, the trip 
sheets, bills of lading, cash fare receipts, etc. There 
is, in addition, a certain amount of matter which has 
to be let out to the local printers. All linotype work is 
also done outside. The forms used by the company alone 
represent a very large amount of work, for there are 
more than 500 of them for the two companies, electric 
and railway, all of which are done in the company’s 
own plant: The number of different jobs handled is 
shown, by months, in the accompanying statement of 
the plant operation. Transfers and tickets are printed 
only in emergency, but the company has the necessary 
plates always in readiness. 

As a means of keeping an account of the savings 
which the printing plant makes for the company, as 
compared with the cost of having the work done out- 
side, the cost of each job is figured according to outside 
printing shop unit figures, and this compared with the 
actual cost plus 40 per cent for overhead of doing the 
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work in the company’s own shop. Figured in this man- 
ner, the print ship showed an apparent earning for the 
first ten months of 1919 of $9,000. 

The unit figures used in figuring the outside cost of 
a job are frequently checked up by submitting jobs to 
outside bidders.’ The company lets enough work out 
so that the local printers are always willing to bid, and 
by this means the foreman of the shop is able to arrive 
more accurately at the outside estimate for all jobs. An 
effort is made to figure the estimates very closely and 
to hold them down so that there will not be an unduly 
favorable showing for the company’s shop. 


JOBS HANDLED IN COMPANY’S PRINTING PLANT 


Number Estimated Actual Approximate 
1919 of Jobs Outside Cost Cost rnings 

MP AMUATOS We sine oc 100 $1,284.85 $687.56 $597.29 

Bebruary.¢2i4 0)... 79 1,100.75 564.33 536.4 
Marebiircrudis oo 2 52 770.65 360.20 410.45 
Bort ene col ecce 96 2,090.95 1,134.01 956.94 
BY tists Riviedtoes 94 2,086. 67 1,055.17 1,031.50 
DS cr oe ar a 94 2,266.60 1,067.49 1,199.11 
alysis S085. Oe eyes 92 1,777.10 709.32 1,067.78 
Avigustin..: ccs. e 9S 2,044.30 1,148.77 895.53 
September......... 85 2,580.09 1,267.73 1,312.36 
October ..207 icc we 95 2,055.95 1,062.90 993.05 
$18,057.91 $9,057.48 $9,000. 43 


The actual cost figures include time and material 
only; plus 40 per cent for overhead expense, but with 
no allowance for maintenance and depreciation of equip- 
ment. The maintenance expense for the ten-months 
period was $751.68, which should then be deducted from 
the $9,000 apparent saving. 


Belgium Plans Electrification 


RECENT Belgian government report on electrifi- 

cation recommends immediate electrification of the 
Brussels-Antwerp -line, then the electrification of the 
Luxemburg main line and its branches, and at a later 
date the electrification of various radials out of Brussels 
and the Brussels Belt Line. 

On the Brussels-Antwerp line it is proposed to use a 
two-unit train for passenger service, each unit consist- 
ing of a motor car with ‘multiple-unit control equipment 
and two trailers. Each motor car is to be equipped 
with four 275-hp. direct-current motors. About 87 km. 
of main track and 15 km. of branch track are to be 
electrified and the service proposed is thirty-eight trains 
daily in each direction. Later developments recom- 
mended are double tracks between Brussels and Antwerp, 
with electrification for express, freight and omnibus 
trains in each direction. The maximum speed is to be 
90 km. (56 miles) per hour with an average express 
speed of 88 km. (52 miles) per hour. 

The freight locomotives are specified to haul 1,000-ton 
trains on a level at 45 km. (25 miles) per hour and 
are rated 1,650 hp. The freight and passenger traffic 
on the Brussels-Antwerp line is heavy and the power 
consumption is expected to exceed 100,000,000 kw.-hr. 
per year. 

The proposed electrification of the Luxemburg lines 
is similar to the Brussels-Antwerp line as regards pas- 
senger equipment, but heavy grades require two freight 
locomotives per 1,000-ton train. The power consump- 
tion is estimated at 400,000,000 kw.-hr. per year. 

Direct current will be used on the system but the 
specific system, whether third rail or overhead trolley, % 
is left in abeyance until the French decision is made 
regarding their electrification in adjacent districts. 


_ *Abstract of Hg mr 
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HE motor bus’industry is of very recent growth, 
but is rapidly establishing itself in popular favor. 
Unquestionably, the so-called “jitney” is merely a fore- 
runner, but it is fulfilling a useful purpose, since it is 
creating a desire for a real bus service. I am expected 
to give my views on motor bus operation, and since 
the Fifth Avenue Coach Company is the only successful 
one of any size in the United States it necessarily 
follows that a rather lengthy description of the com- 
pany’s systems and methods must be given. 

The three main divisions of the Fifth Avenue Coach 
Company are the engineering, mechanical and trans- 
portation departments. There are, of course, depart- 
ments concerned with finance, auditing, disbursements, 
publicity, claims, etc., but these follow conventional lines 
and no further reference will be made to them. 


ENGINEERING DEPARTMENT 


At the head of the engineering department is a 
mechanical engineer, who has charge of all designs, 
research and experimental work. His duties follow 
closely along conventional.lines- In regard to design, 
there is a rather general impression that the average 
truck chassis can be suecessfully employed for motor 
bus operation. We do not hold this view, for the 
average truck chassis is unsuitable for passenger trans- 
port, because the weight is excessive, particularly the 
unsprung weight; the center of gravity is too high, 
the gear ratios are unsuitable, the springs are too rigid, 
the spring.and axle tracks too narrow, the radius too 
wide, the steering too stiff, etc. Briefly, it would be just 
as unsatisfactory to attempt to use a high-class twelve- 
eylinder touring car for general truck purposes as it 
is to expect the average truck to give efficient and 
economical service when used to haul human freight. 
The development of a new type of vehicle is an exceed- 
ingly slow process, for aside from the matter of design, 
an immense amount of time is necessary to prove the 
value of the product. Approximately 25,000 miles of 


’ operation is required to find out what is wrong after 


samples have been placed in operation. 
We have since 1907 ,operated nineteen different types 
of chassis produced by domestic and foreign manufac- 
turers, also twelve different types of bodies, and we 
have tested nearly all suitable standard engines from 
four to eight cylinders, as well as many different types 
of radiators, clutches, transmissions, axles and chassis 
frames. In none of these instances did we meet with 
entire success. Of course, our lack of standardization 
proved a very severe handicap. The net result of our 
effort was the production of complete buses that have 
today covered more than 20,000,000 miles. The per- 
formance of these vehicles is so remarkably superior to 


- our previous models that no comparison is possible. In 
general, any large operating company will require at 


resented to the aot of Automotive 
| ers, Ottawa Beach, Mich., June 23, 1920. 
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Motor Bus Transportation in New York 


Organization and Operating Details of a Successful Company Are Outlined — Discussion 
Also Given of Present and Future Possibilities in Motor Bus Transportation 


By GEORGE A. GREEN 


\ General Manager and Engineer fhe Avenue Coach Company, 
or 


least two distinct types, the double-deck for large loads 
and the single deck for smaller loads, faster operation, 
express service, etc. 

Assuming good roads, wide thoroughfares and reason- 
able freedom from overhead structures, the fifty to 
sixty passenger, very low hung double-deck vehicle, 
capable of handling a trailer, seems to have great pos- 
sibilities. This class of vehicle, jointly operated with 
the single-deck, one-man controlled type, pneumatic- 
tired bus, appears to me as being a logical scheme, 
especially where peak loads must be handled largely 
without surface car or’subway aid. 

There are those who believe that the trolley car pro- 
pelled by a gasoline power unit may supersede the pres- 
ent equipment. In my opinion this theory will not 
bear close analysis, for the greatest asset the trolley 
ear has is cheap power, and if you take this away the 
structure falls to pieces. A gasoline-propelled trolley 
car is a bus, minus nearly all the advantages of the 
latter. It is, of course, true that a much lighter and 
better design of trolley car could be produced and a 
gasoline power unit embodied in it. It is equally true 
that the cost of operation of stich a vehicle might be 
less than that of existing types of trolley cars, but my 
contention is that if the same care and attention to 
design were applied to the conventional article still 
better results would be achieved. The fact is the 
present design of trolley cars is more or less crude and 
out of date, for they are as a whole built as strong 
as possible and not as weak as possible, which is a 
much more logical and economical procedure. To sum 
up, trolley car design has not marched with the times. 


RESEARCH DEPARTMENT 


This department co-ordinates the work of the design, 
repair and operating departments. Briefly, the duties 
and responsibilities of a research department are as 
follows: (1) Analysis and recording of all breakages, 
failures, etc., (2) operation of the dynamometer, (3) 
continual study of the fuel situation, (4) testing of 
materials, such as fuels, oil, etc., (5) perusal of all trade © 
journals, (6) standardization program. We regard the 
analysis and recording of all breakages, failures, etc., 
as of great importance. The research department spends 
a great deal of time in studying the fuel situation, in 
testing devices for improving economy and in testing 
fuel and oil purchased by specification. 

We believe it is essential that especial care and atten- 
tion be taken in this matter of fuel economy. Through- 
out the year we average about 6.5 miles per gallon 
of gasoline. This figure takes into account all 
shrinkages, leakages and losses of every kind. There 
are a very large number of high individual aver- 
ages, some as high as 15 miles per gallon. We 
have a number of men who can average 10 miles 
per gallon for a week at a time. High gasoline aver- 
ages from our standpoint mean economy first, well 
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designed and maintained equipment second, and 
skilled and contented operatives: Gasoline is our second 
greatest item of expense. Our yearly bill is, in round 
figures, $-00,000. Since 1 per cent of this amount repre- 
sents $5,000 annualy, it can readily be seen that losses 
of even 1 or 2 per cent must be remedied, regardless of 
whether these losses are due to mechanical or physical 
disabilities. Increased labor and material expenses, and 
gasoline falls under the latter head, cause us much 
yvreater anxiety than if we were manufacturing in the 
ordinary sense of the word, for we are selling a com- 
modity which has a fixed price regardless of production 
costs. This means that every addition to our labor 
and material bill must be parallel with some form of 
economy. If this were not done we would soon find 
our expenses in excess of our income; for example, in 
1911 our gasoline consumption averaged 2.9 miles per 
gallon and at that time gasoline cost much less than it 
does today, and if it had not been possible to increase 
our gasoline efficiency it is quite possible that the 
Fifth Avenue Coach Company would now be out of 
existence. Not only is our gasoline bill the second 
biggest item of expense but it is capable of greater 
reduction with less effort than any other single item. 
Our rising and falling gasoline averages are in effect 
the barometer on which we base our predictions. The 
gas barometer tells us in the most unmistakable lan- 
guage what is in store for us. Bad gasoline consump- 
tion means big fuel and repair bills, with the prospect 
of still bigger bills in the future; possibly also labor 
unrest, due to general dissatisfaction. 

To attain high averages in fuel economy it necessarily 
follows that well designed and maintained equipment 
must be used. Our vehicles cover an average of more 
than 100 miles per day and are required to start and 
stop about 1,000 times each day, with several thousand 
gear changes, brake applications, etc. Furthermore, 
the vehicle is handled by several different drivers daily, 
so that none but the best material will stand up under 
such conditions. 


TRANSPORTATION DEPARTMENT 


The superintendent of transportation has charge of 
selecting all men for the transportation department, 
supervision of their training, administration of dis- 
cipline. elimination from service, promotion, general 
study of traffic conditions, collection of statistics from 
which running time and schedules are prepared, super- 
vision of inspectional forces, receivers, timekeepers 
and mileage departments, division foremen, etc. In 
this work the superintendent has a supervising force 
of forty-five men, comprising foremen, heads of various 
departments, inspectors and starters. 

The chief of the department bureau is responsible for 
all men employed. Applicants are generally recom- 
mended by employees and are principally married men, 
twenty-five years or over, and with army or navy 
training. 

Applicants must be inspected for weight and height 
and all applicants are interviewed by an examiner, who 
questions them as to their previous experience. Those 
who qualify are permitted to fill out applications and are 
then passed on the the chief, who questions them 
further as to their general knowledge of the city. If 
accepted, the applicant is sent to the company doctor for 
physical examination and eyesight test. The applicant’s 
references for five years are then investigated, and those 
references within 25 miles of New York city are 
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checked up by a personal investigation. 
cent of al] applicants qualify for positions. 

Each applicant accepted is then sent to the conductors’ 
schoo] and given various forms of descriptive matter and 
instructed in detail on his duties. The applicants are 
assigned to conductor instructors on the road to receive 
practical working knowledge and then returned to the 
school for a final examination. Those passing the oral, 
blackboard and written examination with a proficiency 
of 75 per cent are recommended for appointment. Others 
receive further instruction until they are 75 per cent 
proficient. On an average the instruction period covers 
four days. After completion of the course the student 
is then outfitted by the company tailor and finally 
assigned to a division, where a get-together talk is 
given by the foreman. All new men are on probation 
for ninety days and during this time the chief con- 
ductor instructor rides with them as often as practi- 
cable for follow-up instructions. 

The men who man our buses, including instructors, 
inspectors, starters, etc., must all graduate from posi- 
tions as conductors. 

Based on averages a conductor has an opportunity to 
become a driver after eight months’ service. We attach 
great importance to the educational value of this 
position, for a driver without a conductor’s experience 
can scarcely realize what a conductor must contend with 
and would be less likely to co-operate with the conductor. 
Promotion to driver involves an increase in pay of 13 
percent and is determined by seniority and operating 
record. j 

After passing another examination and being recom- 
mended by the foreman the drivers are sent to school to 
learn the duties they are required to perform. They 
are then shown on a stripped chassis the various units 
and the relation these units bear to the operation of the 
bus. They are then sent to a divisional instructor and 
roceive practical experience in driving on the road with- 
out passengers. Upon passing the state examination 
and a license being granted, the student is permitted to 
drive a bus carrying passengers, under guidance of an 
instructor. He then is given a test by the chief driving 
instructor and if found stisfactory is assigned to a 
position as a regular driver. 

On an average the instructional period covers: sixteen 
days of ten hours each, the total of 160 hours being 
divided into forty-five hours of mechanical instruction, 
the same amount of driving instruction without pas- 
sengers and seventy hours of driving instruction with 
passengers. From the time each man files his applica- 
tion for a position as conductor to the time he is made 
a driver the expense to the company for instruction is 
about $200. é 

Complete records are kept 0f each man. Thes2 are in 
folder form and consist of application, reference blanks, 
photographs, doctor’s examination and certificate, com- 
plaints, violations, accident settlements. 

When a conductor becomes a driver the same record 
is continued and there is attached thereto his record of 
instruction as a driver, the doctor’s re-examination 
certificate and the employee’s contract, also a sheet 
showing entries of all delays, together with a report 
covering their investigation. In the instructional period 
students are paid. It is in reality a loan, and a contract 
is made in which it is stipulated that if he remains as 
driver six months or longer the loan is discounted. 

Buses are run in accordance with time-tables very 
similar to those of any steam railroad. The construc- 
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tion of our time-tables is a most difficult and expensive 
matter, much more so than with steam railroads and 
electric systems., Because of the..varying traffic con- 
ditions along our routes, we are obliged to have no less 
than six different running times. Of course these are 
based on average conditions, since it would be imprac- 
ticable to meet every variation. Any simplification of 
our time-table arrangements must immediately result 
in decreased speed, which would be unsatisfactory to 
the public and would be costly for us. Our annual pay- 
roll for drivers and conductors is in round figures 
$1,000,000, therefore a 1 per cent decrease in speed 
represents $10,000 added to our working expense. There 
are also schedule changes in the different seasons of the 
year and to take care of the various conditions of 
riding. This change in riding must be closely watched 
and passenger counts be taken at various points to 
determine just what service is necessary. Altogether 
there are ten time-table changes throughout the year 
and minor changes almost weekly. 

There are nine separate lines in our system, all of 
which converge on Fifth Avenue below Fifty-seventh 
Street. At the different periods of the day we at 
present operate the following number of buses: 


Period Buses per hour Headway, seconds 
Mo rtinigeras tees... s ss: /. 193 18 
Wigdedayar eis citsi- foie os 107 33 
PIVOMID ET EUSM gre cesta ctols to 184 20 
SIUC ia rice ee rae 144 25 


Foremen, chief instructors, inspectors and starters 
patrol the routes for the purpose of regulating the 
operation of the buses and give follow-up instructions 
to new conductors and drivers. We also employ an 
average of twenty operatives in civilian clothes in our 
inspectional bureau to inspect general operations on the 
route. Inspectors make out hourly checks of schedules, 
report defective equipment and pavements, check con- 
ductors’ register readings and talk to the men on minor 
violations. Serious infractions of rules are reported to 
the respective foremen of transportation and they in 
turn give the man four chances before sending him. to 
the superintendent of transportation. We have also 
instituted the right of appeal, so that a man who feels 
an injustice has been done can take the case to the 
general manager and if necessary to the president. 

Crews are allowed ten minutes each morning and 
night for an inspection of their buses. The depot dis- 
patcher is responsible for seeing that the buses leave 
the garage on schedule time. As soon as a bus reaches 
the terminal it is under the direction of the starters and 
the inspectors, who direct the buses in accordance with 
schedules, which are provided in small book form. 

Parades must be always looked out for. New routes 
must be selected and inspected for overhead obstruc- 
tions, pavement conditions, etc. 

We maintain a fleet of thirty-eight snowplows and 
five sand cars, with which we keep our routes open 
during the winter. The snow-fighting force is patterned 
after the fire department. Each section of our routes 
has its allotted plows, in charge of a captain, and our 
organization is arranged so that, regardless of the time 
of day or night a snowstorm starts, the required men 


automatically report for duty. 


We have a sunshine nurse and sunshine committee to 
take care of those who are ill or in trouble, and in 


addition we maintain a pension fund. We often: give 
free legal advice to our employees through our attorneys. 
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Lunch and recreation rooms are maintained for 
employees at each garage, as well as barber and tailor 
shops, and the garages provide sleeping accommodations 
in the winter for men who cannot get home on account 
of unfavorable weather conditions, so that a man can 
practically live at the plant with all the various accom- 
modations provided. 


FUTURE POSSIBILITIES OF-THE Motor Bus 


It has already been pointed out that motor bus opera- 
tion is a comparatively new art. The possibilities of 
improvements are practically unlimited. This applies 
to design for greater comfort and convenience as well 
as to economy of, operation. The bus requires a minimum 
investment in garage and repair facilities, and its low 
unit cost is a powerful argument in favor of its adop- 
tion. Unquestionably if a motor bus service is to realize 
its possibilities of financial success it must be backed up 
not only by ‘ample resources but it must also develop 
a highly specialized organization. The engineering 
force and the management must have specialized 
experience, for the motor bus traffic demands are 
distinctly special. 

Employees must be trained in a branch of motor 
vehicle operation with many distinct and unique 
peculiarities, for which the operation of neither the 
automobile nor any form of transportation affords 
suitable experience. One of the chief differences 
between the bus and other forms of transportation is 
the matter of flexibility. Asa matter of fact we prefer 
to train men for drivers who have never had automobile 
driving experience. Furthermore, we find that railroad 
operatives, while they possess useful knowledge, must 
forget so much that on the whole it is more satisfactory 
to employ men without this experience. 

In my opinion the wisest policy, both from a financial 
standpoint and the service results to the city, is to 
entrust a single, well organized and equipped company, 
possessing ample resources, with the development of a 
unified motor bus service. Parceling out streets to two 
or more companies will never provide the Pullman car 
service which the true motor bus can give. The actual 
result of any form of competition must be multiplied 
fares and no transfers. With a unified system there 
can be no harmful monopoly, for the fare should be 
determined by the authorities and the company should 
be under public regulation, but so-called competition 
from a public utilities standpoint means bad service and 
financial failure. Cities cannot be prosperous without 
efficient utilities and utilities cannot be efficient without 
prosperity. 

No satisfactory motor bus service can be given with 
seats for all on the basis of the 5-cent fare. It costs. the 
Fifth Avenue Coach Company about 84 cents for each 
passenger carried. A large proportion of our daily 
mileage is operated at a loss. Checks show us exactly 
where these losses occur, but we do not try to avoid 
them, as we are satisfied that by careful management on 
the whole a profit can be made and we should lose if we 
cut service to suit local conditions. 

We know our success depends on the good will of the 
public and it has always been our aim to give in 
exchange for our earnings an equivalent measure of 
helpful service. 3 

Unquestionably in the large centers it is desirable 
that the workers should be able to get away from the 
busy centers of industry and into the more wholesome 
surroundings of outlying districts and everything should 
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be done by city authorities to encourage this. Nothing 
is of more importance in this: respect than providing 
expeditious, healthy, comfortable and easy means of 
public conveyance to and from these districts, for of 
course the development of the outlying districts raises 
values, so that the city will in this way obtain increased 
income from taxation. 

Clearly, where car tracks do not already exist, the 
most careful thought should be given before they are 
installed. Quite apart from this, from a public service 
as well as an operating point of view, there can be no 
question as to the possibility of using buses for (a) 
extending the service of existing car lines by bus system 
into the outlying districts through the introduction of 
transfer privileges between the two, (b) extending 
service, the conditions of the streets permitting, into 
the outlying districts without transfer service between 
buses and cars and without disturbing the present local 
business or business logical to the existing car lines, by 
permitting the buses to operate beyond the present out- 
lying terminus of street cars and by diverting the buses 
to other parallel routes after reaching such outlying 
terminus, 

In my judgment, no kind of bus designed up to the 
present is capable of properly handling peak loads. In 
my opinion the theory that the car systems in any of 
the larger cities can be supplanted by any standard size 
of bus now obtainable is absurd and not worth any 
serious discussion. No man with any elementary trans- 
portation knowledge would back such a statement. The 
bus is not more economical than the trolley car on the 
basis of cost per passenger carried, which is the only 
real basis. Obviously it is useless to compare the cost 
per mile of two vehicles with such vastly different seat- 
ing capacity. 

It should be borne in mind that the financial success 

of the Fifth Avenue Coach Company is largely due to 
the 10-cent fare. On a 5-cent basis its development 
would have been absolutely out of the question. The 
extra fare is willingly paid by the public to the bus 
company because of the greater ease and convenience 
of bus travel. 
_ The policy of the Fifth Avenue Coach Company may 
be summed up in two words—‘‘service and courtesy.” 
From an inside viewpoint we try to give every member 
of our organization a square deal in all the word implies. 
With us the word justice is not merely an empty phrase. 
The “right of appeal” guarantees this. The doors of 
the executive offices are always open and the heads of 
the departments as well as the rank and file have free 
access at all times. Our staff officers are carefully 
trained and are taken into our confidence where matters 
of policy are involved and their views are eagerly 
sought. Our working conditions are just as good as we 
know how to make them. The net result is that labor 
troubles are conspicuous by their absence and practically 
every member of our staff has worked his way up from 
the ranks. Our organization is not a one-man proposi- 
tion in any sense of the word, as each man is willing and 
anxious to do more than is expected of him and to 
subordinate his personal interest. We all believe in the 
theory and practice of teamwork, so it naturally follows 
that the operation of our business is extraordinarily 
free from petty jealousies and other forms of industrial 
unrest. We are extremely proud of our equipment and 
organization, with its personnel that knows not the word 
“failure.” ‘There is nothing at present to indicate any 
change in the future. 
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Buses Supplement Electric Railway 


A FLEET of six motor buses and four'trailers is being 
used by the Okmulgee (Okla.) Traction Company to 
supplement its regular railway service. Regular sched- 
ules are being maintained over two through routes 
which reach into all four parts of the city. Fifteen- 
minute service is maintained. The buses are operated 
on paved streets only, with the exception of special 
service furnished to the ball park when regular games 
are being played. Each of the routes reaches from 14 
miles to 2 miles from the center of the city. 

For this service Oldsmobile trucks are being used. 
The cars are equipped with special bodies designed by 
M. M. Simons, general manager of the Okmulgee 
Traction Company, and built by the Lantz Carriage & 
Motor Works, Muskogee, Okla. The trailers are 
Trailmobiles. They are also equipped with specially 
designed bodies. The motor buses are of the one-man, 
pay-as-you-enter type with the entrance at the front, 


MOTOR BUS AND TRAILER USED BY OKMULGEE, OKLA, 
TRACTION COMPANY 


They are equipped with electric bells, lights and heaters. 
The trailers are entered from the side. The motor 
buses have pneumatic tires, while the trailers have 
solid tires. The car and trailer combined seat forty-two 
persons. Their capacity in rush hours, however, is 
sixty persons. The fare is 10 cents cash, with three 
fares for 25 cents, and free transfers are given between 
routes. School children and school teachers are car- 
ried on special tickets for 5 cents each during the 
months schools are in session. 

The Okmulgee Traction Company is still operating 
the full complement of electric railway cars, but it is 
said to be the intention of the company to abandon the 
railway, tear up the tracks and substitute a complete 
motor service if the present experiment with the buses 

\proves successful. . 

Okmulgee is the county seat of one of the large 
agricultural and cattle growing counties of Oklahoma. 
It is also the center of a rich oil, coal and natural 
gas field, to which industries are being attracted by 
the enormous supply of ali kinds of fuel which is avail- 
able here. The gasoline with which the traction com- 
pany’s motor cars are driven is a product of one of 
the five big oil refineries located at Okmulgee. 


The estimated production of bituminous coal in 1919 
is 458,063,000 short tons. The amount of coal used by 
electric public utility plants during 1919 was 7.6 per 
cent of the total produced. 
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Coasting Recorders Give Striking Results 


The Experience of One Year on the Lines of the Capital Traction Company Indicates Savings 
in All Directions—Transportation Department Must Take Active Interest 


to Realize Fully on Power Saving Installations 


By J. E. HEBERLE 


Assistant Secretary the Capital Traction Company, 
Washington, D. ; 


expense in the operation of a street railway 
company manufacturing its own power is the coal 
bill. Railways that purchase their power find this 
cost reflected in their power costs. With the constantly 
mounting price of coal, the importance of using every 
measure of economy is emphasized. One field of econ- 
omy that deserves the attention of every railway man 
and that has been entered by a number of roads is the 
conservation of power through the installation of some 
one of the various forms of checking devices on the 
cars, recording or indicating the performance of each 
motorman, and accomplishing its purpose by a thorough 
follow-up system, including the instruction of trainmen 
in the most efficient and economical operation of their 
cars. 
In 1919 the Capital Traction Company entered the 
ranks of companies which have adopted this meas- 


Nee to the cost of labor, the largest item of 
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ure as a means of increasing efficiency, and it is with 
the thought that our experience may be of interest 
and possible benefit to the industry at large that this 
article is written. 

The necessity of conserving coal, both as a patriotic 
measure during the war and as a means of economy, 
was recognized, and in 1918 an order was placed with 
the Railway Improvement Company for coasting re- 
corders to equip all of our cars. The skip-stop system 
had been instituted in April, 1918, on the railway lines 
in the District of Columbia, and in August our sched- 
ules were revised and tightened up to absorb the slack 
occasioned by the new stop system. The coasting re- 
corders were installed in the spring of 1919 and the 
entire system was equipped by June 1. 

Briefly stated, our first year’s operation with the 
recorders resulted in an increase in our coasting per- 
centage of about 15 per cent and an estimated saving 
in fuel and brake shoes alone of $36,717. This was 
accomplished with an investment of $38,852 and an 
expense of $7,913, giving a net return in twelve months 
of $28,804, or 78 per cent of the outlay for recorders. 
At present our net saving in coal and brake shoes is 
approximately $3,600 per month. Other benefits ac- 
cruing are touched on later. 


IMPROVEMENT IN COASTING 


Our first week of operation with the recorders showed 
a coasting average for the system of 26.4 per cent. 
This was after the initial instruction and after several 


lines had been operating with the recorders for from 


two to three weeks. From the first few days’ per- 
formance of each division we estimate that our coast- 
ing percentage prior to the recorder installation was 
approximately 20 per cent. The system coasting per- 
centages for each month from June, 1919, to May, 
1920, inclusive were as shown in the table in the first 
column. 

The building up of our coasting to 30 per cent offered 
no particular difficulties, the issuing of general instruc- 
tions, posting weekly and monthly lists at the division 
barns showing the individual coasting records and 
periodic visits of the coasting instructor readily bring- 
ing this percentage. It required more strenuous meas- 
ures to reach a higher mark. Starting with the last 
week of October, 1919, an intensive coasting campaign 
was inaugurated, with 85 per cent set as the goal. 
Coasting was “sold” to every member of the transporta- 
tion department and the aid of the mechanical de- 
partment was enlisted to see that the cars were main- 
tained in good rolling condition. Our motormen so 
entered into the spirit of the campaign that they 
reached the coveted 35 per cent in March, 1920, in- 
creasing this to 86.5 per cent in May. 

The individual records in the early period showed 
a vast range, some motormen having records as low 
as 8 per cent. A surprising feature was that many 
of the low records were turned in by men who in all 
other respects were excellent motormen. An idea of 
the improvement in this respect may be gained from 
the following table, showing the number of our men 
with various coasting percentages during the week 
ended June 7, 1919, and the last week of May, 1920: 


Percentages of Total Motormen 


Weeks Endec 
Motormen with Records of June 7, 1919 May 28, 1920 
10 to 15 per cent 4.2 per cent 
15 to 20 18.1 
20 to 25 28.7 
25 to 30 22.8 4-8 per cent 
30 to 35 11.4 42 
35 to 40 7.8 38 7 
40 and over 7.0 22.8 


It will be noted that the first week our system was 
fully equipped, which represented a better condition 
than before the coasting clocks were installed, 73.8 per 
cent of our motormen coasted less than 30 per cent, 
compared with 4.8 per cent during the week ended May 
28, 1920. 


EFFECT OF INCREASED COASTING ON KILOWATT- 
HOURS PER CAR-MILE 


Beginning with the first month the recorders were 
in operation a marked reduction in kilowatt-hours per 
car-mile became apparent. This is best shown by the 
following table, giving kilowatt-hours generated per 
car-mile operated for two years prior to the installation 
of recorders and one year with the coasting recorders 
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in use. The figures in italies represent the mean tem- 


perature for each month, obtained from the Weather 
Bureau. 


KILOWATT-HOURS PER CAR-MILE 


Percentage 
With Reduction 1919-20 
Without Recorders Recorders 1919-20 vs. Coasting, 
1917-18 1918-19 1919-20 1918-19 Per Cent 
June NCE 3.59 3.25 9.3 28.1 
73 71 74 
Saher ec s See oe 3.33 3.49 3.15 10.2 - 30.0 
V7 74 77 
AURORE Tce ican toad 3.42 3.14 8.2 30.6 
76 7 Th 
September........ 3.50 3.49 3.23 7.6 30.6 
64 64 69 
Oataber i cartaoewse 3.63 Br 57, 3.26 8.7 30.5 
52 61 63 
November.......... 3.97 3.67 3.265 10.9 31.8 
43 46 47 
December.......... 4.29 4.02 3.59 10.7 32.1 
23 2 83 
January............ 4.60 412 3799 7.9 32.1 
24 38 29 
Rebroary gonca sa - yA ee 4.22 3.82 9.6 31.8 
387 87 33 
Mam wee cross 3.84 3.84 537 12.3 35.0 
48 46 46 
Ape eres ete chon eae 3.72 3.20 14.0 S57 
53 54 58 
May Sets tncss 3.55 3.50 3.09 13.8 36.5 
70 65 60 


A detailed study made over two comparative periods, 
one preceding and the other subsequent to the installa- 
tion of coasting recorders, showed that a greater pro- 
portionate reduction in kilowatt-hours occurred at the 
time of peak load than occurred during the non-rush 


period. 
SAVINGS EFFECTED 


The results of the reduction in power demand for 
car operation, both in kilowatt-hours and equivalent coal 
value, are shown in the following table: 


1919-20 Versus 1918-19 


Saving, 1919-20 

Increase in Car- Increase in Fuel 

Mileage Operated Kw.-Hr. Generated Kw.-Hr. Value 
June, 1919....... 81,496 11.6% 29,923 1,2% 261,987 $2,219 
Duby 2, oes oi 94,400 12.9 42,017 1.6 295,665 2,540 
ANSUBY t cshar oh  NUO, 225 ee 130,673 Dak 233,628 2,000 
September...... 117,135 17.0 194,293 8.1 214,361 1,828 
October. ine dy i WS234. 12313 306,412 12.6 262,043 2,233 
November...... 92,896 13.2 20,967 0.8 319,540 2,636 
December...... 106,538 14.6 67,759 23 360,774 3,070 
January, 1920.. Sole J1c$ 79,390 2.6 269,158 2,261 
February....... 86,907. 12.8 56,837 2.0 306,072 2,562 
March.....,... 111,881 14.8 17,483 0.6 412,785 3,802 
Aprl.«. 2253 72,902 9.6 161,614* 5.7* 463,689 4,516 
May: \). Staite 32,758 4.1 229,424*  8.2* 403,815 ° 4,050 
Totals....... 1,147,434 554,916 3,803,517 $33,717 


* Denotes decrease. 


Our coasting campaign has had the effect of increas- 
ing the life of brake shoes from an average of 459 
miles over a five-year period previous to the installation 
of recorders to an average of 699 miles during the past 
twelve months, or 52 per cent. The gross saving in 
brake shoes during the year of operation with the 
coasting recorders was approximately $3,000, making 
a total gross saving in coal and brake shoes of $36,717. 
The total cost of operating the recorders for the year 
was $7,915. 

Accompanying the saving in brake shoes was un- 
questionably a reduction in wheel wear, which should 
be reflected in a greater life of car wheels. .As the 
average life of car wheels is from two to five years, 
we are not able at this time to approximate the amount 
of this saving. Other equipment economies were un- 
doubtedly effected, due to less wear and tear resulting 
from increased coasting, but these are not of a measur- 
able nature. 

The average cost per motorman of operating the re- 
corders was $23.62 per year, divided as follows: 
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Goasting instructor: 00. cabs eh dc ec bet Pele. $6.25 
Leeder tabitainer:... o/c v avs sak aeeee es oe 5.42 
Office employees. . ee pre esa 9.10 
Paper tape for recorders. . . . 1.63 
Envelopes and office supplies. Bi . 85. 
Recorder repair parts, ...........0.....02 Wii Mj 


+ he $23. 62 per annum 
109.60 per annum 


Total expense...... re! Bo 
Fuel and brake shoe savings. 


- Net saving per motorman 


wie tee) $85.98 perannum 


We have 317 cars equipped with coasting recorders 
and the average number of motormen’s records handled 
per day is at present 350. The operating force con- 
sists of one coasting instructor, one recorder main 
tainer, two clerks employed full time on detail record 
work and one clerk in charge of the record work, who 
devotes about one-half time to duties unrelated to 
coasting recorders. 


EFFECT ON COLLISIONS 


A close and continued study has been made to as- 
certain what effect a coasting campaign has on colli- 
sions, which has shown conclusively that such a cam- 
paign is not detrimental. Of the motormen involved in 
collisions during the first five months of 1920 63 per 
cent had coasting records below their division average. 
The total number. of collisions of cars with persons, 
cars and vehicles during the first five months of 1920 
showed a decrease of about 20 per cent over the cor- 
responding periods of 1918 and 1919. 


OTHER BENEFITS 


Coasting records have been of considerable value in 
furnishing an additional vehicle for conveying to the 
management the relative efficiency and value of motor- 
men. The economic value of coasting having been es- 
tablished, new light is thrown on the individual oper- 
ating efficiency of motormen formerly classed as “good” 
motormen. We believe the effect of our coasting cam- 
paign has been beneficial in improving the general 
morale of our trainmen. We have been able to 
maintain a better inspection of our car equipment 
through following up claims of motormen that they 
were handicapped in their efforts to coast by cars not 
working properly. The recorders clearly demonstrated 
the economy of replacing trucks on thirty of our cars, 
and this work is now being carried out. 


GENERAL 


The ultimate success or failure of any form of power- 
saving device installed on the cars depends on the 
amount of interest displayed, particularly by the trans- 
portation department. We have established a fair coast- 
ing average as one of the requirements of the work 
of motormen. This standard must of necessity be flexi- 
ble to fit the various individuals. The time of the coast- 
ing instructor is entirely devoted to instructing motor- 
men who have not reached or who have fallen below this 
standard, and this -instruction is almost invariably fol- 
lowed by an improvement. Our experience has been that 
a coasting campaign does not go very far of its own 
momentum, but requires constant attention from re- 
sponsible officials, and the results are well worth the 
effort required, | 


An investigation, in co-operation with the National 
Electric Light Association, of the fundamental prin- 
ciples of inductive interference between power and tele- 
phone lines is under consideration by the United States 
Bureau of Standards. The bureau has not yet deter- 
mined whether it could undertake such an investigation. 


f 

& 
r 
{ 
a 
4 
, 
' 


July 24, 1920 


ELECTRIC RAILWAY JOURNAL 181 


Federal Report Nearing Completion 


Meeting of the Federal Electric Railway Commis- 
sion Was Held on Thursday to 
Consider Final Draft 


HE members of the Federal Electric Railway Com- 

mission met in Washington on Thursday. July 22, 
at the call of Chairman Elmquist to consider a draft of 
the report to be presented to the President. At the close 
of the, meeting it was announced that it will be several 
days before the commission will have its report com- 
pleted. The report will be submitted to the President 
before it is made public. 

It will be remembered that the commission conducted 
a series of hearings last summer and fall on the electric 
railway situation. The first hearing was held in New 
York on June 19. All the other hearings were held in 
Washington, the last being in October. Altogether the 
hearings consumed twenty-eight days and more than a 
hundred witnesses presented testimony. In addition, a 
series of 174 questions was sent to mayors, chambers 
of commerce, boards of trade, central labor unions and 
state public utility commissions to obtain their views 
on the electric railway situation. 

Shortly after the close of the open sessions the com- 
mission employed Dr. Delos F. Wilcox to assist the 
commission by making an analysis of the evidence pre- 
sented. Originally it was expected that Dr. Wilcox 
could finish this analysis by Dec. 1. After getting into 
the work, however, and realizing the vast amount of 
evidence dealing with all phases of the question which 


‘had to be analyzed he saw that in order to make a report 


which he would consider worth while it would require 
a great deal more time. Accordingly, about the last of 
November he put the matter before the chairman of the 
commission, who authorized the enlargement of the 
scope of his analysis and the taking of whatever fur- 
ther time was necessary. _ ze 

The task of studying the evidence relating to almost 
every possible phase of this question and covering the 
entire United States, as well as of digesting and analyz- 
ing all of this evidence, was such that with the meager 
help obtainable with the small appropriation of $10,000 
it was found not possible by Dr. Wilcox and the secre- 
tary of the commission, Charlton Ogburn, who assisted 
Dr. Wilcox, to finish the analysis before the end of May. 
As completed the analysis of the testimony covers about 
800 printed pages and is divided into chapters dealing 
with the following subjects: : 


The street railway an essential public industry. 
Restoration of electric railway credit a fundamental 
necessity. t 
Fundamental importance of labor as a factor in street 
railway operations. 
Credit and co-operation the co-ordinate needs of the 
electric railways. = 
Conditions in electric railway operation normally favor- 
able to credit. . : : 
Conflicting evidence as to amount of new capital required 
annually in the electric railway industry. 
Amount of new capital requirements not clearly shown, 
but necessity for restoration of credit proven. 
Why has electric railway credit been lost? ; 
Overcapitalization a cause of the failure of credit. 
Neglect to amortize excess capitalization. | 
Failure to amortize normal accrued depreciation. __ 
Payment of unearned dividends and neglect of ordinary 
maintenance. 
Overbuilding. 
Holding companies and banker control. 
The uniform 5-cent fare. Keng’ 
a taxation and franchise obligations. 5 
se of police power to compel more and better service. 


Public regulation of stock and bond issues. 

.Shares of companies and public in responsibility for loss 
of credit. ‘ 

Effect of automobile and jitney competition on credit. 

Increasing demands of labor. 

The war and the dollar. 

How can credit be restored ? 

The pros and cons of public ownership. 

Public co-operation and a new deal required. 

Increase in margin available for capital. 

Double purpose of unit fare increases. 

Effect of fare increases upon traffic and revenues. 

Table I—Analysis of traffic showing relation of revenue 
passengers to fare increases. 

Table II—Analysis of gross passenger revenue showing 
relation of passenger revenue to fare increases. 

Table I1J—Revenue passengers carried on principal urban 
street railway systems for the first six months of 1917, 1918 
and 1919. 

Table IV—Comparative summary of passenger revenues 
in relation to fare increases. 

Table V—Comparative summary of traffic data in relation 
to fare increases. 

_ Table VI—General summary of analysis of effect of fare 
increases upon traffic and revenues. 

The zone fare or distance tariff. 

Relief from taxation and other public burdens. 

Efficiency in management and economies in operation. 

Control or abolishment of jitney competition. 

Co-operative relations between management and men. 

Public subsidies. 

Abandonment of unprofitable lines. 

Financial reorganization. 

No one remedy sufficient. 

The valuation. 

The rate of return. 

Unrestricted state regulation. 

Service at cost. 

The use of public credit. 

The electric railway labor problem. 

Labor’s public relations recognized. 

Limitation of “The Right to Strike.” 

The program of the Amalgamated. 

Labor’s participation in management. 

Electric railway employees as civil servants. 

Service versus profits. 

The four choices. 

Abandonment of public interest no remedy. 

Commission regulation not adequate as a solution of the 
problem. 

Where “service at cost” falls short. 

Public ownership and operation the ultimate solution. 


One of the time-consuming parts of the work was the 
tabulation and then analysis of the traffic figures, i.e., 
the number of revenue passengers and the amount of 
passenger revenue of virtually every company in the 
United States, month by month, for a period of three 
years. Special attention was given in this analysis to any 
factors, such as competition, strikes, and fare increases, 
which had a tendency to affect the volume of traffic, 
thus establishing a number of interesting relations. 


Changes in Retail Prices of Food 


HE cost of twenty-two articles making up the 

retail food index carried on by the Bureau of Labor 
Statistics of the United States Department of Labor 
attained a new high record in May. The increase on 
May 15 was 3 per cent over April 15 and 7 per cent 
over January 15, 1920. These increases are mainly 
accounted for by the great price increases of sugar, flour 
and potatoes. The cost of this food budget in May, 1920, 
had advanced 17 per cent over May, 1919, and 123 per 
cent over May, 1913. In June there was a further in- 
crease, the average family expenditure for these articles 
being 2 per cent higher on June 15 than on May 15. 
Figures by cities showed for the period increases in 
thirty-nine cities and decreases in twelve cities. Prices 
of food articles are reported to the Bureau of Labor 
Statistics every month by retail dealers in fifty-one im- 
portant cities. 
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Letters to the Editors 


July 10 Issue Is Commended 


Letters from Manager, Manufacturer and Operative 
Present Different Points of View 


Many complimentary letters have been received by 
the editors in regard to the issue of July 10. From 
them three typical communications, each representing 
a reader in a different group, have been selected 
and are printed below. The names of the authors are 
omitted, as the letters seem to have been written as per- 
sonal communications and not primarily for publication. 


Wants More of the Same Kind 
July 16, 1920. 
To the Editors: 

Allow me to express my appreciation of the JOURNAL 
of July 10. Without any question it is the best issue I 
have ever read. ; 

Although our troubles have been many and various, 
ranging from strikes to jitneys, we have always taken 
the position that the street railway industry was in the 
very nature of things bound to prosper. Urban trans- 
portation is absolutely essential to our modern civiliza- 
tion, and we have always felt that what was essential 
in this world would be supported. I am sure what we 
need now is more of. the kind of stuff you gave us in 
the July 10 issue. “GENERAL MANAGER.” 

Thinks Business Men Fight Unfair Competition 

July 16, 1920. 
To the Editors: 

I have just finished reading your issue of July 10, 
which is a splendid number and should accomplish a 
great deal of good in the industry. I cannot agree in 
every respect, however, with the sentiments expressed 
by “Engineer,” who writes under the title of “Sell 
What the Public Wants.’’ For example, in one place 
“Engineer” says: 

Suecess in an industry depends, outside of indomitable 
courage and unflagging energy, upon the production at a 
reasonable cost of an article which the public wants, either 
through a natural or a created desire, and upon merchan- 
dising that article so that it is kept sufficiently attractive to 
the public to insure that it is demanded in such amounts 
and ways as to make its sale profitable. And, incidentally, 
the wise merchant brings. out the shortcomings of his com- 
petitor, not by direct attack, which always breeds a sort 
of sympathy for the object of that attack, but by setting 
up the virtues of his product in such a way that the com- 
parison is sure to be made by the desired customer. 

Now, the comparison drawn, though ingenious, is 
not an accurate presentation of the facts. In the first 
place, in practically no industry except the utilities is 
the sale price fixed by law, with no reference to the 
cost of production. What the average business: man 
would do under such condition would be to get.out of 
that kind of business and start in some other that is 
not so restricted. , 

A great many railway executives have, of course, been 
guilty of the things set forth in this article in that they 
have tried to destroy their competitor—the jitney—by 
legal restraints on the grounds of unfairness, etc. But 
it is not a fact to say that other business men do not 
resort to this sort of thing. Most of them, if they see 


a competitor using unfair methods, will do everything 
possible to stop it. The Federal Trade Board has been 
established. for that very purpose, and if “Engineer” 
would review the complaints placed ‘before this board 
by business men trying to curb the unfair practices of 
their competitors, he would find that the railway men 
have company in indulging in this sort of complaint. 

On the other hand, “Engineer” is correct in that a 
great many railways have done nothing except make 
complaint, while other business men do resort to the 
things that “Engineer” sets forth. 

“MANUFACTURER.” 


Let the Operatives Help 
To the Editors: 

Your article, “The Coaches Can’t Do It Ali,” in the 
July 10 number is to the point, but how many of the 
employees know the facts or understand them? I have 
often seen artic’es that have brought this same thought 
to me. The platform men in particular could do an 
inestimable amount of good, as they are the enes who 
meet the public and they are the ones who get the kicks. 
To say'that the platform men get a thousand complaints 
to every one that goes to *he oilice would, I think, be 
putting it mildly. And when the employee is not 
informed in regard to the facts and the reasons he will 
probably sympathize with the public, and this will make 
matters worse than they were before. 

It is well worth while to educate the employees for 
their own good so that they may realize their duty more 
strongly, but when they are taught to become salesmen 
and representatives of the company a good job is done. 

I suppose that where there are company sections of 
the A. E. R. A. this is done to quite an extent, but such 
companies are too few. If the company is not in a 
position to have an employees’ club it might at least 
have the ELECTRIC RAILWAY JOURNAL and even other 
trade papers, such as the General Electric Review, on 
the table in the swing room so that the men could yet the 
facts first hand. They are interested, I know, from 
their willingness to borrow my copies of the JOURNAL, 
and many of them are more than surprised when <hey 
find out that there are hundreds of companies in the 
country that are in the same position as their own. 

Some companies, I know, have company papers, but 
the men are apt to think these are cut and dried—pre- 
pared for the purpose. They don’t begin to know what 
a job the railways are up against. They think that if 
their run pays a few dollars more than platform ex- 
penses the road must be paying dividends. Officials 
should get the men posted and keep them so if they 
want to get in touch with the public. “CONDUCTOR.” 


Electric Welding of Rail Joints 


RoBertT W. HuNT & COMPANY, ENGINEERS 
CHICAGO, July 19, 1920. 
To the Editors: 

Your editorial in the issue of July 3 entitled “Making 
the Life of the Joint Equal that of the Rail’ touches on 
a very important matter seemingly deserving of com- 
prehensive study by the Electric Railway Association’s 
track committee of the American Electric Railway 
Engineering Association. There is no doubt but that 
the electric welding of rail joints has been an efficient 
means of combating some of the troubles of bolted or 
riveted joints, but failures of them have occurred after 
comparatively little service. Considerable progress has 
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been made in recent years with bolted or riveted joints, 
to which the use of oil-quenched and possibly heat- 
treated materials have,contributed. Cast-welded joints 
constitute what may be termed ‘the third type of rail 
connection that should be included in an investigation 

‘of the whole subject. Original costs are exceedingly 
pertinent today, but should by no: means influence, to 
the exclusion of other details, the question of what type 
of joint to use. 

Defects, of course, may develop in any type of joint. 
Thus, bolts may stretch due to their low elastic limit. 
Electric welding of high carbon rails may produce such 
a change of structure in the steel as to reduce its normal 
ductility and resistance to impact. Rails after some 
years’ service in cast-welded joints have shown a very 
appreciable deterioration due to moisture seepage, and 
mechanical looseness has resulted. 

What constitutes the best type of joint is a question 


fraught with many difficulties, and the time is ripe for 


a thorough study and discussion of all the facts and 
experiences. C. W. GENNET, JR. 


Desirability of Commutation Tickets 


BROOKLYN, N. Y., July 14, 1920. 
To the Editors: : 
In the issue of the ELECTRIC RAILWAY JOURNAL dated 
June 26, 1920, you have an article on page 1291 en- 
titled “Are Commutation Tickets Desirable?” in which 
you criticise a part of the report of the committee on 
public utilities on electric railway service in Camden, 
N. J. You seem to belittle the advantages to the rail- 
road of wholesaling tickets. Personally, I believe it to 
be quite the reverse, especially when you consider the 
fact that most railroads selling commutation tickets 
allow thirty round trips per month, to be used only 
during that month, and only by the purchaser; ‘also 
I believe some roads even have each ticket dated so that 
a passenger may ride “to and fro” only once per day. 
In numerous cases I know that passengers rarely use 
all their book of tickets during the month, and if there 
are any left, due to sickness or otherwise, they can- 
not be redeemed. ; 

Furthermore, the commuters are the ones who make 
the traffic, because they ride regularly, their riding 
ean even be counted on in advance. If it wasn’t for the 
commutation traffic the passenger returns, I dare say, 
would not amount to very much. 

The reduction in rate,.even if small, and especially 

_ the fifty-trip ticket plan, that any member of the family 
may use, encourages riding, is convenient and means a 
certain good will among patrons, which is a thing not to 
be shunned nowadays. Taking it all in all, I don’t think 

commutation tickets are such a losing proposition as you 
make it appear. 

Further on in your article you lead your readers 
to believe that steam railroad commutation is less ex- 
pensive to the railroad than electric commutation, due, 
‘as you say, principally to the fact that the steam coaches 
may be stored in a terminal during the day. You, 
of course, may have a specific case in mind, but you 
speak generally, and I should therefore like to know 
why an electric road cannot store its cars in a terminal 
also, as a good many electric lines running to suburban 
towns operate multiple-unit trains and have terminals 


located at their extremities, according to various articles 


that I have read from time to time in the ELECTRIC 


_ RatLway JOURNAL. 
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I should think that it would be much easier and eco- 
nomical for the electric road, inasmuch as it would re- 
quire the switching facilities at the terminal necessary 
for the steam road, due to the fact that on the electric 
lines most of the cars are equipped with motors. From 
an operating standpoint the electric road must cer- 
tainly be the cheaper. Not only is it possible to operate 
the electric car or train where and under conditions 
that would prohibit the steam locomotive, but it can 
also follow the traffic more closely, due to the ability 
to operate single-car units, or trains of any desired 
length, whereas the steam locomotive could not be oper- 
ated alone, but must haul its tender and one car, anyway. 

Another thing which ought to enable the electric 
railway to compete in-rates with the steam road is the 
fact that the electric road, as a rule, does not offer 
the accommodations, such as upholstered seats, smoking 
compartments, lavatory facilities, etc.; neither is the 
riding usually as comfortable, due to the steam road’s 
heavier equipment and better kept right of way. Then 
you finish by saying that there is no reason for an 
electric railway to reduce its fares during rush hours 
in order to get peak-load business. I don’t think they 
should either; that is, any more reason than why a 
steam road should. 

I should think, in conclusion, that as railroads in 
general claim there is no money made in passenger 
traffic alone they would try to develop enough riding 
so that it would pay, and I believe commutation tickets 
is a step toward that result. HENRY B. DROWNE. 


Burning Tie Rod Holes in Rails 
CHICAGO & JOLIET ELECTRIC RAILWAY 
JOLIET, ILL., July 19, 1920. 
To the Editors: 

I noticed an article on page 908 of your issue of 
May 1, 1920, regarding the burning of tie rod holes 
in rails. We are doing a considerable amount of work 
similar to this, and while I think the idea is rather 
absurd that these holes damage the rail to the extent 
of causing it to break, I would like, if possible, to 
know what experience other companies have had in this 
connection. 

The web of the rail is subject to such a small amount 
of the stresses in the rail that I do not see where burn- 
ing holes through the web very seriously affects the 
strength of the rail. It is true that the burning of 
holes may have more serious effect than drilling, due to 
the heating of the metal around the hole, which may 
cause additional stresses to be'set'up. But this heating 
is over such a small area outside of the hole that even 
if the entire area heated is considered damaged, still I 
cannot see how the strength of the rail is damaged to 
such an extent as to cause it to break. 

I would appreciate very much any additional informa- 
tion you can give me. JOHN B. TINNON, 

Engineer Maintenance of Way. 


(Note: We have received several letters similar to 
the above, seeking further information on the results 
that may be expected by this method of making tie rod 
holes. The economy of this practice makes it very 
attractive, but the experience of the company, as noted in 
the article referred to above, gives a doubtful aspect to 
this economy. In view of the general interest in the 
subject, we would welcome correspondence from other 
companies giving their experience along this line.— 
EDITORS.) 


News of the Electnc Railways 


FINANCIAL AND CORPORATE — « 


PERSONAL MENTION 


TRAFFIC AND TRANSPORTATION 


Detroit Case Carried Up 
Company Still Fighting—City Going 
; Ahead with Its Municipal 
Railway Plans 


The petition of the Detroit (Mich.) 
United Railway for permission to carry 
the judge’s ruling to the United States 
Supreme Court was granted by Judge 
Arthur J. Tuttle after a ruling had been 
handed down dismissing the action in 
equity of the company against the city 
of Detroit. The action against the city 
followed the municipal bond election, 
the company charging that ballots of 
illegal type were used in the election. 


COMPANY HAs LEGISLATED RIGHTS 


The company sought by the action to 
stay the city from constructing lines 
provided for by the bond issue that was 
voted, or from interfering with the 
construction program of the Detroit 
United Railway. 

It was held by the judge that the 
Detroit United Railway enjoys no con- 
tract rights through the lapse of time 
on day-to-day agreement, but has only 
those which have been actually legis- 
lated. 

The City Council has asked the Street 
Railway Commission for a written re- 
port stating its reasons for not per- 
mitting the Detroit United Railway to 
finish the St. Jean Avenue line, one 
of the so-called day-to-day agreement 
lines. This line was started by the 
company last spring, but construction 
work was stopped by the police under 
the direction of the city officials. 

Councilman Bradley, who instigated 
the Council’s action, gave two reasons 
for making the motion. The line, he 
stated, was badly needed and he had 
been unable to understand why the city 
had allowed the Detroit United Rail- 
way to complete the Twelfth Street 
line but had halted work on the St. Jean 
line. 

FUNDS FoR MUNICIPAL LINE 


It was asserted that the Detroit 
United Railway alone was to be blamed 
for the fact that the line was not being 
completed, for if the company would 
sign an agreement to waive legal claims 
to rights in the streets, it would be per- 
mitted to finish the line at any time. 
It was also pointed out that the com- 
pany allowed a year and a half to 
elapse after the Council had granted 
it permission to construct the line. 

Authorization of the sale of $700,000 
of the public utility bonds provided 
for at the April 5 bond election will 
soon be asked by the commission to 
furnish money to pay for the con- 
struction work and buy rails and ties 
for the first 30 miles of the municipal 
lines. 
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_ Judge Mayer, 


Approximately $1,400,000 in contracts 
have been let on the work for which 
plans have been drawn by the com- 


mission’s engineers, and the $700,000 


will bring the total of bonds offered for 
sale up to $1,000,000. No large amount 
has been sold to the public or to any one 
outside of the. city itself. The first 
$100,000 issue authorized was purchased 
by the city Treasurer out of the city’s 
“invested funds.” The second issue of 
$200,000 was sold to the sinking fund 
commission at par and accrued interest. 


Receivers Increase Wages 


New York Railways and Brooklyn Rapid 
Transit Give Men Wage In- 
crease of 10 per Cent 


The operating force of the New York 
Railways, or approximately 3,500 per- 
sons, received on July 18 an increase in 
wages of 10 per cent. This agreement 
will run until Dec. 31, 1921. It will 
increase the operating expenses about 
$500,000 a year. The increase was al- 
lowed by Job E. Hedges, receiver of the 
company, with the approval of Federal 
Twenty-one representa- 
tives of the Brotherhood of New York 
Railways employees were parties to the 
agreement. 

Lindley M. Garrison, receiver of the 
Brooklyn Rapid Transit System, also 
has announced a similar increase to 
take effect on Aug. 6, 1920. At the 
same time H. Hobart Porter, vice-presi- 
dent and general manager of the Brook- 
lyn City Railroad, authorized wage in- 
creases by the same amount. 

The present increases in New York 
and Brooklyn are the third since the 
companies passed into the hands of a 
receiver. They aggregate 35 per cent. 
The New York Railways is not making 
any money, and in order to meet this 
added expense it is probable that an 
increase in fare will have to be made. 
An 8-cent fare has been suggested. 

Under the new rates the wages of 
motormen and conductors on the New 
York Railways will range between 57 
and 67 cents an hour, according to the 
length of service; substation operators 
from 71 to 94 cents, machinists from 40 
to 70 cents, cable riggers from 48 to 
71 cents, storage battery motormen 53 
to 62 cents, and other workmen in pro- 
portion. Ten hours is to be considered 
a day’s work, with time and a half for 
all overtime. 

The shopmen of the Brooklyn Rapid 
Transit are understood to have rejected 
the company’s offer. It is said that 
they will demand an increase of 25 per 
cent over present rates. The trainmen 
were considering the wage offer as the 
ELECTRIC RAILWAY JOURNAL went to 
press. 


Duluth Service Suspended 


Men Quit When City Council Refuses 
to Heed Their Appeal for 
Fare Relief 


Service on the lines of the Duluth 
(Minn.) Street Railway was virtually 
at a standstill on July 21. Following 
the sudden walkout of employees, not 
a wheel turned until 10.30 a.m. and 
then only one crew went out. Full 
service was resumed the following day, 
however, when the men accepted the 
proposition of the City Council for a 
second referendum election on the 6- 
cent fare. : 


CounciL ResecTteD FARE APPEAL 


The strike was precipitated by the 
refusal of the City Council to introduce 
or consider the 6-cent fare ordinance 
presented by the employees of the com- 
pany, who urged that it should be passed 
in order that their wages might be 
raised. A strike vote was taken on July 
20, the polls closing at 9 pm. The 
vete was. 383 for a strike on July 28, 
and fifty-three to initiate a referendum 
petition. When the report was read 
later to the mass meeting of the em- 
ployees, calls for an immediate strike 
were made. 

No formal vote was taken then, but 
it was so agreed, although Herbert 
Warren, general manager of the rail- 
way, who attended the meeting, urged 
the men to keep their heads and not 
strike. He said the company was 
entirely unprepared for a strike and 
that while strike-breakers probably 
would not be ordered, an effort would 
be made to re-establish service. 

There was no disorder during the time 
service was suspended. Special police- 
men and deputy sheriffs were stationed 
at the carhouses. The strike did not 
affect. service_on the Superior lines of 
the Duluth-Superior Traction Company, 
which controls the Duluth Street Rail- 
way. The cars in Superior ran as far 
as the Interstate Bridge. 


ANOTHER ELECTION LIKELY 


The City Commissioners indicated 
Tate on July 21 that steps would be 
taken at the meeting of the Council on 
July 26 to call another referendum 
election. Three of the five Commission- 
ers present at the meeting on July 21 
favored this plan. The company officials 
said if the ordinance was carried at the 
second election an increase in pay of 
20 per cent as demanded by the em- 
ployees would become effective, retro- 
active to July 1. Representatives of the 
employees who attended the conference 
at the City Hall indicated that if this 
was done the men would be persuaded 
to return to work immediately. 


July 24, 1920 


At» the open conference on July 12 
President Robertson explained the situ- 
ation which now confronts the company. 
He said, among other things: 


We cannot pay any increase in wages 
without an increase in fare. We are up 
against a stone wall. We simply haven’t 
the money. The election showed that 6,000 
of the citizens of Duluth are with us for 
an inereased fare. We must not make 
threats or do anything that will cause them 
to lose the confidence they have shown in 
us. By the terms of our franchise from the 
city we are under a contract to provide 
Street car service. If the worst comes to 
the worst—I want to make the matter 
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clear as to our duty and not by any sug- 
gestion or threat—if the worst comes to 
the worst, and you. gentlemen decide to 
strike, the company officials will go to the 
limit of their ability to keep the cars run- 
ning. We realize that you men are entitled 
to more money, that you need it, and we 
are trying to point out the way by which 
we hope to be placed in a position so we 
can give it to you. Six hundred votes the 
other way at the election would have carried 
the ordinance we desired. I feel that if we 
could have said to you that we could grant 
an increase in wages if the fare ordinance 
earried there would have been more work 
done in behalf of the passage of the ordi- 
nance. But we could not say that. We 
are prohibited by the corrupt practices act 
of the state. 


Mr. Doherty Appeals to Courts 


Wants Toledo Restrained from Voting on Traction Settlement 
at Election on Aug. 10 


Toledo may not get a chance to vote on the two municipal ownership 


_ ordinances which were drawn up by a commission appointed by Judge Killits, 
passed twice by Council and referred to the people for ratification. 


The meas- 


ures providing for $7,000,000 were to go to a vote at the primary election on 
Aug. 10. On July 17 a bill of complaint was filed in the federal court at Toledo 
by Henry L. Doherty seeking to restrain the board of elections from submitting 


the ordinances. 


The case will now‘ have to be htard in federal court. 


If Mr. 


Doherty’s contentions are upheld the measures are dead for all time. 


HE case is one of the most unique 
| in the history of the Toledo trac- 
tion disputes. The Toledo Trac- 
tion, Light & Power Company, a hold- 
ing company chartered in Maine, which 
owns bonds of the Toledo Railways & 
Light Company, has sued the county 
board of elections. The city is not 
made a party to the suit. The prose- 
cuting attorney of the county must 
fight the legal battles of the board of 
elections. 


City Not INCLUDED IN SUIT 


The elimination of the city entirely 
from the suit also eliminates its legal 
facilities from the fight which may be 
made against the granting of the in- 
junction. However, Mayor Cornell 
Schreiber’s first impulse was to ask 


‘the court _that the city be made a party 


to the suit., 

The bill ' recites the history of the 
present trouble beginning with the pas- 
ssage of the ouster ordinance last No- 
vember and the consequent return of 
the cars under the joint protection of 
the federal court and a repeal of the 
ouster by Council. It outlines the plan 
agreed to for a settlement, but declares 
that the municipal ownership commis- 
sion has “utterly failed to perform its 
function and duty of preparing a plan 
for acquiring or constructing a street 
railway system in the eity of Toledo.” 


City BONDED FOR $7,000,000 


The two ordinances bonding the city 
for $7,000,000—one for $3,000,000 for 
zequiring a transportation system and 
the other for $4,000,000 for construct- 
ing a transportation system—it is con- 
tended “do not designate what kind of 
a transportation system is to be ac- 
quired or constructed and do not con- 
tain any plan or suggestion with ref- 
erence to where or what said trans- 


' portation system shall be, or how same 


shall be acquired, constructed or oper- 
ated,” 

It is pointed out that the service-at- 
cost ordinance which was intended to 


be presented to the people at the same 
election as the municipal ownership or- 
dinance is now in the hands of Coun- 


cil with a valuation not agreed to by 


Henry L. Doherty. But it also charges 
that Council has taken no step toward 
negotiating a settlement of this one 
remaining difficulty and that should 
the municipal ownership measures go 
tc a vote the people would not “have 
the opportunity to express their opin- 
ion as between the proposition to bond 
the city for $7,000,000 to be expended 
ir some unknown way for some un- 
known system of transportation and 
the granting of a franchise for the 
operation of the street railway sys- 
tem in the city upon the service-at- 
cost plan.” 


ORDINANCE ATTACKED 


The legality of the ordinance is also 
attacked. Section 121 of the City 
Charter is quoted and it is alleged that 
it was never complied with in the pas- 
sage of the bond ordinances. This sec- 
tion provides that before an issue of 
bonds may be authorized the director 
of-finance shall furnish to the Mayor, 
Council and publicity and efficiency 
commission a statement showing the 
condition of the city’s bonded debt. The 
finance director is said to have made 
rc such report and the company claims 
that the bonded debt of the city is now 
many millions of dollars. 

It is shown that the Rail-Light now 
owns property for taxation in Toledo 
of a value of $13,700,000, of which more 
than. $11,000,000 is real estate and 
$2,600,000 personal property, and that 
the company is now paying more than 
3 per cent of all the taxes collected in 
the city. of Toledo. 

On this premise it is claimed that 
the passage of the ordinances calling 
for heavy bond issues for no specific 
purpose would cast a “cloud” upon the 
title of the property of the Rail-Light 
against which there are mortgages to 
secure the bonds held by the petition- 
ing company. 
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The net earnings of the traction com- 
pany now are declared to be inadequate 
to pay the interest on the bonds and 
provide the fair return to the capital 
invested. If taxes were increased the 
earnings would become so low as to 
impair the financial stability of the 
ecmpany. The holding company has 
pledged the Rail-Light bonds as col- 
lateral for $10,000,000 of notes which 
will mature on Dee. 1, 1921, and it is 
claimed that any cloud on the title of 
the property would make the difficulty 
of renewing or refunding these notes 
very expensive. 


COMPANY MAKES DECLARATION 


The bill claims that there is “design” 
in the submission of the ordinance 
which provides for $3,000,000 of bonds 
to acquire a transportation system. It 
outlines the plan which has been put 
forth by the advocates of municipal 
ownership—that of condemning the 
paying lines of the Rail-Light and or- 
dering others to be torn up and re- 
moved from the city. 

In its petition the company declares: 


Upon information and belief the plaintiff 
avers that the plan to submit the ordinance 
to the electors is but one step in the con- 
summation of the wrongful and inequitable 
design and purposes aforesaid to ruin and 
destroy. the property of the Toledo Rail- 
ways & Light Company, and that should 
said purpose and design be carried out 
the security for the payment of the bonds 
owned by the plaintiff would be greatly 
reduced and impaired in an amount which 
the plaintiff cannot at this time calculate. 


The two bond issues are $5,999,000 
of 5 per cent first mortgage gold bonds 
of the Toledo Traction Company and 
$6,000,000 of 5 per.cent first mortgage 
gold bonds of the Toledo Railways & 
Light Company. 

Mr. Doherty declared that he felt it 
his duty to “save the people of Toledo 
from the enactment of a farce election 
seeking only to delay a permanent set- 
tlement of the street railway situa- 
tion.” 

Judge Killits has been spending a 
vacation in northern Ontario. He did 
not intend to be in the city till Sept. 1, 
but has wired that he would come home 
to hear the case in court on July 22. 
Notice was served on Prosecuting At- 
torney Seney that the hearing would 
be held at this time. 

If the injunctional relief asked for is 
allowed the ordinances providing for 
municipal ‘ownership of “a transporta- 
tion system” will never be submitted 
for a referendum vote. 


Memphis Men Prepare New Scale 


Preparation of a new wage scale for 
submission to the Memphis (Tenn.) 
Street Railway is being considered by 
the motormen and conductors. The 
present agreement with the company 
expires on Aug. 1. Both sides are said 


-to have expressed themselves as pre- 


pared to arbitrate in the event the 
first scale is not accepted. Wages now 
range from 42 to 48 cents an hour. 
The maximum is paid to men who have 
been with the company for a period of 
eighteen months or more. 
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Service Resumed in Akron 


Five-Cent Fare for Sixty Days Pending Permanent Settlement Basis 
—Wage Controversy Under Way Four Months 


At a special meeting of the City Council of Akron, Ohio, on the afternoon of 
July 16, it was decided to amend the franchise of the Northern Ohio Traction 
& Light Company in such a manner as to allow the company to collect a straight 
fare of 5 cents for sixty days, with the idea that a permanent agreement on the 


rate of fare could be reached within that period. 


time may be extended. 


C. BLINN, general manager of the 
A company, at once notified William 

¢ Lemmon, business agent of the 
union, that the men would be granted 
the increase in wages allowed by the 
beard of arbitration immediately on 
their return to work. Cars were put 
inte operation the following morning, 
although many of the men were out of 
the city and it was thought that sey- 
eral days would elapse before the ser- 
vice would be complete. 


ONLY ONE VOTE AGAINST 


Gus Kasch was the only member of 
Council who voted against the amend- 
ment increasing the rate of fare. He 
declared that the Car Riders’ League 
had not been informed of the move- 
ment to increase the fare and that 
none of its officers had been invited to 
the Council meeting. City Manager 
William J. Laub, who is president of 
the league, however, was privileged to 
be present at all meetings. Mr. Kasch 
threatened to invoke the referendum 
and expressed the belief that the recall 
might be exercised with reference to 
some of the members. 

The controversy between the com- 
pany and its men has been under way 
for four months... The men submitted 
a demand before the expiration of their 
contract on May 1 for a wage of 80 
cents an hour with an eight-hour day. 
The company replied that this was 
more than could be paid and the mat- 
ter was taken to arbitration. Based 
upon the condition that the company be 
allowed a rate of fare that would cover 
the increase, the board of arbitration 
awarded the men a wage of 65 cents 
an hour. Employees then notified the 
company that they would remain at 
work twenty-one days, in order that 
some agreement for an increase of fare 
might be reached with the city. Many 
conferences followed, but: failure re- 
sulted in each attempt to reach an 
agreement. The men extended this 
period, however, because the last day 
fell on July 4, but left their cars on 
July 6. 


UNION CONSIDERS MATTER ENDED 


Officials of the union stated that the 
matter ig ended as far as they are 
concerned, since the company has 
agreed to pay the wage awarded by 
the board of arbitration. It is under- 
stood that they will be given back pay 
from May 1. 

Provisions in regard to transfers are 
to remain as they have been. Those 
who have tickets under the old rate 
may have their money refunded by re- 
turning the tickets to the office or the 


If this is found impossible, the 


holders may add 1 cent to each ticket 
and tender the ticket and the coin in 
payment of fare. 

The following statement was made 
by the public utilities committee of the 
City Council: 


As a result of wage differences between 
the company and its employees, the city, 
although not a party to the controversy, 
was drawn by arbitrators into the unfor- 
tunate situation where an award of in- 
crease in wage was made conditioned upon 
the city granting to the company a higher 
rate of fare. 

A threat made by the men to leave their 
cars unless the higher wage was paid by 
the company was carried out, Igaving the 
public without transportation. 

The company then pressed on Council a 
request, first for a 7.4-cent fare and then 
for, a 6-cent fare to meet the Baker ney 
that had thus been created. 

While Council was in sympathy “with the 
request of the employees for an increased 
wage, it was out of accord with both the 
manner of involving the city in the dis- 
pute and the high fare requested by the 
company. 

Feeling satisfied that a 5-cent cash fare 
would provide the company with sufficient 
additional revenue to meet the wage in- 
crease, this offer was made the company. 

It was refused and the. city began suit 
to enforce its’ contract with the company 
and compel a resumption of car service. 

Convinced that the public demands not 
only better service, but extensions to lines, 
negotiations had been taken up with the 
company in the meantime with a view of 
obtaining for the city a new contract in 
which such benefits could be secured. 

Progress along these lines had been made. 

Further, being satisfied that a new con- 
tract can be drawn within sixty days that 
will provide for better service and exten- 
sions, giving at the same time a large 
measure of supervision and control of 
operation by the city, we agreed to recom- 
mend to Council that a 5-cent cash fare be 
granted the company during the period 
for further negotiation and on the condi- 
tion that resumption of service begin at 
once. The offer was accepted by the com- 
pany. 

That the public has been liberal in its 
views, patient and good natured, and has 
made no complaint about the _ situation 
which had arisen and over which the city 
had no control, has aided very much in 
itty Fey the matter to so early a settle- 
ment 


At Massillon, where the company 
operates a local line, the City Council 
has passed an ordinance increasing the 
rate of fare from 5 to 8 cents. It pro- 
vides that the company must station 
four watchmen at the railroad cross- 
ings in the city, build new tracks on 
Akron street, put on two daily cars 
between Massillon and Cleveland and 
provide for a special service between 
Massillon and Meyer’s lake. The com- 
pany agreed to place fifteen new cars 
in operation there when the ordinance 
went into effect on July 15. 


Threatened Strike in Buffalo 


The employees of the International 
Railway, Buffalo, N. Y., have asked 
for increased wages and a closed shop 
policy. The company has refused to 
grant either request, claiming that 60 
cents an hour is an adequate wage. 
The dispute has gone to a board of ar- 
bitrators after several threats of a 
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strike. On July 17 the men voted to 
put off indefinitely the calling of a 
strike, but gave their executive com- 
mittee the power to act if it considered 
a strike necessary. 

C. J. Joyce, Philadelphia, is the ar- 
bitrator appointed by the company and 
James H. Vahey the arbitrator ap- 
pointed by the men. These two have 
agreed’ to the appointment of a third 
arbitrator by Governor Smith in the 
event a Public Service Commissioner 
will not serve. 

In a statement to the men given to 
the press, President Tulley of the com- 
pany said: 

The International Railway increased the 
wages of its men 12 cents an hour, from 
48 cents to 60 cents, effective on May lI, 
1920. The cost of this advance approxl- 
mates $1,000,000 a year. The car fare 
was simultaneously increased from 5 cents 
to 7 cents, which is producing increased 
revenue of less than $900,000 a year. 

In granting the 12 cents increase the com- 
pany has, therefore, already given the men 
more than the entiré amount received by the 
company from the increase of from 5 cents 
tc 7 cents in car fares, and can grant no 


further increase in wages without a cor- 
responding increase in car fares. 


East St. Louis Wages Advanced 


The arbitration board appointed to 
settle disputes between the East St. 
Louis & Suburban Railway, East St. 
Louis, Ill., and its employees recently 
awarded the men increases ranging 
from 40 to 52 per cent. Conductors and 
motormen will receive an increase from 
46, 48 and 51 cents an hour to 70 cents 
an hour, shop men from 48 cents to 63 
cents an hour, and extras will be guar- 
anteed $80 to $90 a month. The working 
day was fixed at nine and one-half 
hours, with time and a half for over- 
time. The new rates are effective May 
1, 1920. The employees asked for a 
maximum of 87.5 cents an hour and an 
eight-hour day. They have voted to ac- 
cept the award. 

The award will affect about 310 men: 
It will mean an increase in the yearly 
payroll of approximately $250,000. The 
present East St. Louis fare is 6 cents 
and an application is pending before 
the Illinois Public Utilities Commission 
for an increase to 8 cents to meet the 
12 per cent increase in wages allowed a 
year ago by the War Labor Board. In 
order to meet this last award officers of 
the company estimate it will require an 
increase in fares to 10 cents or more. 

C, E. Smith, representing the rail- 
way, in the course of a long dissenting 
opinion, said: 


I was favorable from the very start to 
a reasonable increase and so stated, but I 
gould not sign the award of the two other 
arbitrators, as the company’s financial 
statements clearly showed that it could not 
pay any additional wages without increas- 
ing fares more than was necessary with 
past wages. I was unwilling to place upon 
the public the burden of paying the abnor- 
mally, increased fares that will be neces- 
sary to give such an unfair and unreason- 
able increase in wages, especially at a 
time when all serious-minded men are en- 
gaged in efforts to reduce rather than to 
increase those expenditures that contribute 
oe and indirectly to the high cost of 

ving. 

It is an amazing fact that the chairman, 
a graduate of a reputable state university, 
a member of the Illinois bar, practicing 
with fellow members of the bar, should, 
when entrusted with such an important 
case as this, render a decision not substan- 
tiated by the record, entirely outside of 
and beyond the evidence and without ad- 
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vancing, in the deliberations of the board, 
a single fact or argument to substantiate 
his decision. — 

There is no recourse left the company 
except to petition the Public Utilities Com- 
mission for permission to raise its fares 
sufficiently to meet the increase of more 
than 40 per cent in its ‘payroll and to se- 
cure a reasonable return on the fair value 
ot its property. If the commission does 
not grant such rates or if, having been 
granted, the public refuses to ride and 
adopts other means of conveyance, the re- 
sult, to the company, to the industries and 
to the community, will be disastrous. 


The wage demands of the men on 
the Alton city line and on the single- 
track suburban lines remain to be ar- 
bitrated. The Alton men are being paid 
from 46 to 51 cents. They are demand- 
ing 92.5 cents an hour. The interurban 
men are getting 48 to 53 cents and de-: 
mand 95 cents an hour. 


Staten Island Case Decided 


Federal Judge Thomas J. Chatfield, in 
Brooklyn, on July 14, handed down a 
decision upholding the right of the city 
authorities of New York to declare the 
franchises of the Richmond Light & 
Railroad Company forfeited in view of 
the failure of the company to live up to 
contract obligations. In his decision, 
Judge Chatfield said: 


The Court of Appeals seems to hold that 
the action of the Board of Estimate in 
declaring by the passage of a resolution 
that a charter has been revoked is action 
of a legislative nature. 

The decision of the Court of Appeals is 
controlling over the present application in 
this respect, and it must be held that this 
court has no authority to determine whether 
the passage of a resolution forfeiting a 
charter is purely an executive act like the 
iy canceling of a contract by a single official 
a involving possible judicial determination. 

The court, therefore, cannot grant the 
motion to enjoin the Board of Estimate from 
ecensidering and passing a resolution de- 
claring the franchises forfeited, and the 
temporary injunction order must be vacated. 
-.. Under the decision of the Circuit. Court of 

Appeals in the Manhattan & Queens Trac- 

tion corporation case this court has no right 
A to determine collaterally that the city of 
' New York, through its Board of Estimate, 
might be acting with no foundation of law 
and entirely outside its authority in declar- 
ing the franchise in question forfeited, if 
‘ the Board of Hstimate should see fit, acting 
] under the advice of its legal representative, 


4 
. 
: 


to attempt to pass such a resolution. But 
- no individual employee or agent of the city, 
‘ even if a resolution of forfeiture should be 


adopted, can, under the general injunction, 

proceed to interfere with the operation of 
‘ the receiver before this court has an oppor- 
‘ tunity to pass upon~ the validity of the 
¢ resolution in. question. — 
: Under the circumstances now set forth 

in the present case, the restraining order 
should be continued’ and the injunction ap- 
plied for granted to the extent of specifi- 
eally forbidding any physical interference 
7 with the operation of the receiver or any 
c attempted action under or enforcement of 
the resolution declaring the franchises for- 
feited if the threatened action be taken until 


3 application has been made to this court for 
‘ an order vacating the injunction forbidding 
| such action. 

4 Municipal Men Want $6 a Day 

} - A group of employees of the San 


Francisco (Cal.) Municipal Railway 
appeared before Timothy A. Reardon, 
president of the Board of Public Works, 
on July 14, and demanded an increase in 
pay of from $5 to $6 per day. Mr. Rear- 
don told the committee that such an in- 
crease at this time is impossible, as the 
lines are now showing a deficit. Fol- 
lowing the refusal of Mr. Reardon to 
grant the increase, the spokesman for 
_ the men announced that he would ap- 
pear before the Board of Supervisors 
and demand that the wages of the men 
be raised to meet their request. 
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Service Being Restored 


Ne ew Orleans Company Re-establishing Schedule—Court Will Not 
Be Intimidated or Coerced 


The car strike situation at New Orleans, La., 
Transportation facilities, however, are resuming normal slowly. 


remains practically unchanged. 
The recent 


outstanding event was the submission on July 15 by Receiver O’Keefe to a com- 
mittee representing the strikers of a form of contract he is willing to sign. 
Receiver O’Keefe recognizes the right of collective bargaining, the right of 
-employees to be represented by officers and committees of their choosing. He 
stands for promotion according to seniority and ability with no discrimination 


against union men or the men engaged in the present strike. 


Wages will be 


left to arbitration, but will be raised only as fare increases granted by the 
Commission Council of the city provide revenue for the increases. 


HERE is no recognition for the 
; Amalgamated Association,  al- 


though the right of employees to 
membership in the Amalgamated Asso- 
ciation is not denied. Some of the men 
in the Amalgamated had advanced as a 
reason for their refusing to relinquish 
membership in the association the: fact 
that they were insured under the Amal- 
gamated auspices. In consequence of 
this the receiver offered a better insur- 
ance inducement than the men now hold 
under the-Amalgamated membership. 
Judge Rufus E. Foster of the United 


- States District Court has issued the fol- 


lowing statement in regard to the strike: 


I notice the statement from J. B. Lawson, 
national executive officer of the Amalga- 
mated Association, that the real question 
now is whether the company will renew 
the old contract with the understanding 
that the wage scale will be arbitrated. 

The issue goes far beyond this. The Con- 
stitution of the United States guarantees 
liberty of contract to all men. Every man 
has the right to belong to a labor union, 
or to remain out of it, or to withdraw 
from one after he has joined. The receiver 
also has the right to contract with an asso- 
ciation in which he has confidence and not 
to contract with an association he believes 
to be arbitrary and unfair in its demands. 

The old contract referred to by, Mr. Law- 
son has many objectionable features, appar- 
ent on simple reading, to any fair-minded 
man. The receiver has found it impracti- 
eable to operate the property to the best 
interests of the public under its terms and 
conditions. He is willing to enter into 
a contract with his former employees col- 
lectively, provided the contract is entirely 
removed from control of the Amalgamated 
Association. 

The order of court I issued when it be- 
came apparent to me that it was impossible 
for the receiver and the representatives 
of the Amalgamated to agree on a contract 
which gives the men everything they could 
fairly expect under a contract. It provides 
for collective bargaining, representation 
through committees of their own choosing 
and arbitration of wages, The men could 
return to work under its provisions without 
affecting their union affiliation in the least. 

The real question now at issue is, are 
the courts of the United States to be gov- 
erned by the Constitution and laws of the 
United States in their decisions or be sub- 
jected to dictation from any organized group 
of men. This question is fundamental and 
paramount and superior to any temporary. 
inconvenience the public may suffer, re- 
grettable though that may be." 

I will not be intimidated or coerced in 
deciding this question by sympathetic strikes 
or political clamor. I expect all good citi- 
zens of New Orleans, whether laborer or 
capitalist or that vast majority which falls 
into neither class, to support the courts of 
the United States. A proper decision of the 
question is vital to the very existence of our 
government. 


The differences of the contending 
parties are being aired in page adver- 
tisements in the local papers. On Sun- 
day morning the men announced that 
they were firmly resolved to maintain 
relations between the Amalgamated 
Association and through this association 
their affiliation with the American Fed- 
eration of Labor. This step apparently 
blocks all avenues to a reconciliation. 


The matter of wages and hours of 
labor which precipitated the trouble are 
now forgotten in the fight for recogni- 
ticn of the union. There have been but 
few disturbances on the cars growing 
cut of the strike, and violators of the 
federal court’s order that the employees 
of the company must not be molested 
have had swift and summary justice 
meted out to them. Varying periods 
of imprisonment in the various parish 
(county) jails of the State have been 
given them. None has been sentenced 
to the New Orleans parish prison, where 
they could be seen and visited by their 
New Orleans friends, relatives and sym- 
pathizers. They have been scattered all 
over the State, one strike sympathizer, 
in particular, having earned the dis- 
tinction of drawing a year and a day 
sentence in the federal penitentiary at 
Atlanta. : 

The allied unions have refused to go 
on a sympathetic strike, but promise 
moral support and advocate the advisa- 
bility of operating a jitney service, in 
opposition to the car company, the funds 
derived therefrom to be used in aid of 
the striking car men. The union rep- 
resentatives also asked that Judge Fos- 
ter remove the deputy United States 
marshals that man the cars now and 
that he also modify his court order per- 
mitting the receiver to contract with 
them through the Amalgamated Asso- 
ciation. 

The men have also enlisted the 
aid of both representatives of the New 
Crleans District in Congress, who have 
been interceding with Judge Foster. To 
all of these appeals the court has turned 
a deaf ear and refuses to allow the re- 
ceiver to contract with the Amalga- 
mated Association, in any form, though 
the men may contract with the receiver 
as a local union and still retain mem- 
bership in the Amalgamated Associa- 
tion. : 

Mayor Martin Behrman filed a 
petition on July 20 in the U. S. Dis- 
trict Court asking Judge Foster to 
permit the city to intervene in the 
receivership proceedings and to con- 
sent to a modification of the court’s 
order whereby the. only obstacle to a 
settlement of the strike—recognition of 
the Amalgamated Association—may be 
removed. The Mayor’s action was 
based upon a resolution adopted by the 
Cemmission Council. The court con- 
sented to hear the petition, but no date 
was set. If the appeal is-granted the 
strike may be ended at once. The court 
had not acted up to July 22. 
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‘Chicago Car Strike Ends 


Men Gain Unionization of South Shops and Abolition of Piece Work, 
but Wages Are Those Offered Before Strike Was Called 


The strike of the substation operators formed the crippling blow in a walkout 
of some 300 employees of the Chicago Surface Lines on the morning of July 13. 
The employees who ceased work included the shopmen employed at the South 
Side shops, the linemen and later the trackmen and West Side shopmen in addi- 


tion to the substation operators. 


The strike was called by the notorious 


“Umbrella” Mike Boyle, the issue being primarily that the company would not 
concede a closed shop at the South Side shops, which have always been operated 
as non-union with a large amount of the work done on a piece-work basis. 


S WAS noted in the telegraphic 
A report of this strike which ap- 
peared in last week’s issue of 
the ELECTRIC RAILWAY JOURNAL, the 
company had made an offer of liberal 
increases to the various crafts, but 
Mike Boyle staked everything on his 
determination to make the company 
grant a closed shop. Public opinion 
was thus aroused against the strikers 
and the company was fixed in its pur- 
pose to operate the cars despite the 
strikers. 


SERVICE QUICKLY RESTORED 


The strike began early Thursday 
morning and by Saturday sufficient sub- 
stations had been manned so that nor- 
mal service during non-rush hours was 
provided and about 50 per cent of rush- 
hour service. By Sunday practically 
normal service was being operated. 
The result was that at 4:45 o’clock 
Sunday afternoon Boyle and the other 
union heads, in the offices of the com- 
pany, where they had earlier announced 
they would not appear for a confer- 
ence, reached an agreement which 
ended the strike. 

According to the terms of this agree- 
ment, the wages settled upon are prac- 
tically those offered as the men went 
out. The South Side shops formed the 
bone of contention in the’strike. They 
will be unionized, though on the open 
shop principle, thus placing these shops 
on the same basis as has applied to the 
West Side shops for years. 

Work in the South Side shops was 
transferred from a piece-work basis to 
an eight-hour day basis, the hours to 
be equalized within the next ninety 
days. The result of this is that many 
of the men will now receive about $1 a 
day less than they have been earning 
on the piece-work basis. This peculiar 
angle of the strike is better understood 
by the knowledge that most of the men 
were very well satisfied. with the piece- 
work system and were finally induced 
to strike only through intimidation. 


SHOPS ON EQUAL BASIS 


Overtime in both South and West 
Side shops was put on an equal basis, 
time and one-half. Trackmen and ma- 
chinists were placed on the same ratio 
of pay, but a raise to 70 cents an hour 
asked is still under consideration. 

The union heads were defeated on 
their demand for an increase for the 
two groups of Class B electricians to a 
standard rate of pay. The same was 
true of the tinners. Their wages will 
remain as heretofore. 

Metal workers received an increase 
of 5 cents an hour on night shifts. 


Blacksmiths gained nothing by the 
strike. Helpers in these trades will 
receive 80 cents an hour instead of the 
97% cents demanded. Trackmen under 
the new schedule will be paid 54 cents 
an hour. Pavers will get 68 and 70 
cents an hour, depending upon their 
length of employment. Workers in 
these trades employed in the shops will 
receive the same rate of pay as those 
outside. The rates offered by the com- 
pany of $9 a day for linemen, $7 a day 
for helpers and $10 a day for foremen 
were accepted. 

Substation men were given $120 a 
month during the first year of employ- 
ment, $125 during the second, $130-for 
the third and $145 for the fourth. 
Operators will get $200 and $210, the 
same figure offered by the company 
before the strike, while the union de- 
mands were $225. The rainy day clause 
demanded by the linemen also was lost. 
It was disregarded in the settlement. 


ELEVATED LINES NOT AFFECTED 


An interesting sidelight on the strike 
was that the similar employees of the 
elevated system, who are unionized, 
were not called out by the union offi- 
cials. The trainmen of both the sur- 
face and elevated lines have always 
worked in union in making their de- 
mands. The trainmen of the surface 
lines did not join in any way in the 
recent strike. The company paid them 
for full time for reporting and waiting 
in readiness to take cars out as rapidly 
as substations could be operated. The 
tact that the trainmen only recently 
received a handsome increase. and 
signed a new contract with excellent 
feeling prevailing undoubtedly had 
much to do with their lack of sympa- 
thetic interest in the recent strike. 

During the strike of the surface lines, 
the elevated lines put all of the cars 
available in operation in order to handle 
the enormous crowds which swarmed 
the elevated platforms. 


Wage Jurisdiction Waived 


Colorado Industrial Commission De- 
clines to Exercise Jurisdiction in . 
Denver Tramway Wage Case 


On the grounds that its reeommenda- 
tions of May 10 have been totally ig- 
nored by the city authorities, and that 
it is therefore not for the best interests 
of the parties to the controversy nor of 
any advantage to the public that hear- 
ings or investigations be held, the In- 
dustrial Commission of the State of 
Colorado has declined to assume juris- 
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diction over the pending wage demands 
upon the Denver (Col.) Tramway by 
the local branch of'thé Amalgamated 
Association. 

The employes were awarded an in- 
crease of 10 cents an hour by a local 
board of arbitration on March 18, which 
through inadequacy of revenues the 
company is unable to pay. Announce- 
ment by the company of contemplated 
reduction in wages and restoration of 
the National War Labor Board scales 
formerly in effect resulted in the Indus- 
trial Commission taking jurisdiction 
over the controversy. After investigat- 
ing the matter the commission issued its 
findings and order on May 10, which 
substantiated in every detail the claims. 
of the company and recommended 


that the proper local authorities at once 
fix and establish a fair rate for the services 
rendered to the public by the Denver Tram- 
way. Such rate, in order to provide rev- 
enues with which to pay the wages fixed 
by the arbitration board in its decision of 
March 18, cannot be, at this time, less than 
7 cents for adult fares and 3% cents for 
half fare. 


The City Council ignored the recom- 
mendations of the Industrial Commis- 
sion and without making an investiga- 
tion in its own behalf refused to pass a 


‘7-cent fare measure which had been 


initiated by the company. 


CoMPANY Must CONTINUE 


Through a temporary injunction 
granted by the District Court upon the 
application of the city of Denver, the 
tramway is literally compelled to con- 
tinue in force the wage scales estab-. 
lished by the arbitration board, at least. 
until decision is rendered by the Col- 
orado Supreme Court, which has now 
assumed jurisdiction over the injunction 
case. 

The pending demands of the union 
are for a wage scale for trainmen of 
70 cents the first three months, 73 cents 
the next nine months and 75 cents: 
thereafter, with corresponding  in- 
creases for employees in other depart-. 
ments, In ruling on this case the In- 
dustrial Commission in its order of 
July 15 said: 


It now appears to this commission that 
its recommendations “that the proper local 
authorities at once fix and establish a fair 
rate for the services rendered to the public 
by said Denver Tramway Company” have 
been wholly ignored and said Denver Tram- 
way is now operating upon the same fare 
as existed at the time of said award on 
May 10, 1920; that there has been no change 
in other conditions affecting the revenue 
and necessary expenditures of said Denver 
Tramway sufficient to alter or modify the 
said findings and award of said commis- 
sicn; that this commission has not investi- 
gated the question of a fair wage to said 
employees under present living conditions ; 
that the ability of the said company to pay 
wages under a 6-cent fare and present con- 
ditions has been investigated by this com- 
mission as above set forth; that one of the 
primary objects of investigations by this 
commission of industrial, controversies is 
conciliation between the parties and the 
discovery of a common ground upon which 
a settlement can voluntarily be made. In 
this case the difficulty between the employer 
and employee is not entirely the inability 
of the parties to reach an agreement upon 
the question of a fair wage, but the dis- 
pute arises over the inability of the parties” 
to adjust for the employees a fair wage 
compatible with the ability of the company 
to meet such wage. The ability of the com- 
pany to pay is not within the control of 
either party hereto nor this commission, 
but in the rate-fixing power of the public: 
officers charged with that responsibility. 
Said company has refused to agree to the: 
payment of a wage beyond its ability. 


July 24, 1920 


Six-Day Week Suggested 


Plans Fast Being Lined Up for Thor- 
ough Inquiry at the Twin 
Cities 

A six-day week has been suggested 
by a member of the Minneapolis arbi- 
tration board which is considering de- 
mands of the trainmen of the Minne- 
apolis Street Railway for increased 
wages and an eight-hour day. The 
trainmen have postponed a referendum 
on this point until they learn what will 
be the status of their demands already 
before the board. 


MANY TRAINMEN NEEDED 


H. W. Ralph of the company’s sched- 
ule department said it will require 14 
per cent increase in number of train- 
men. The plan was proposed because 
it was found that at $150 apiece to 
teach new men to operate cars there is 
a heavy expense due to the turnover 
in men. ; 

The board held its first meeting 
July 7 to listen to replies to ques- 
tions asked H. B. Warren, who is 
studying the company’s financial state- 
ment for the board. Milo R. Maltbie, 
New York, is expected to arrive on 
July 19 to aid in the investigation. 

The company reports that operating 
expenses in Minneapolis in May were 
$51,480 lower than the average for four 
months preceding. A net balance is 
shown for the St. Paul system of $25,- 
586, offsetting a deficit for four months 
and leaving a five months’ balance of 
; $9,149. Reduction in payrolls, because 

not enough men could be had to man 
ears, is one reason for the increase in 
revenue. The St. Paul operating ex- 
pense for May was $49,926 lower than 
average for four months. 
Byron Gifford, Grand Rapids, Mich., 
has been selected by the City Council 
of Minneapolis, Minn., to audit the 
books of the Minneapolis Street Rail- 
way. The purpose is to get a report 
ii on which the Council can base action 
if it finds that an increase in fare from 
5 cents is necessary to permit the com- 
pany to pay increased wages demanded 
by the trainmen. Mr. Gifford’s staff of 
five assistants is headed by G. H. Ma- 
thews, chief statistician for the Wis- 
’ ccnsin Railroad Commission. A _ spe- 
i cifie report is not expected before 
Aug. 2. 


eae 


_ EXPERTS AT WORK 


H. B. Warren, local expert, is con- 
tinuing his investigation to answer 
questions proposed by the arbitration 
board. Milo Roy Maltbie will go over 
the Warren figures for the board. The 

4 board expert is to determine what it 

Pi will cost to put the Minneapolis service 

____ back to the standard of 1917. 

; In St. Paul Dr. E. W. Bemis, Chi- 
cago, has been retained to make a re- 
valuation of the property of the St. 
Paul City Railway. There a similar 

_ arbitration board is endeavoring to de- 
termine whether St. Paul can allow 

_ the company an increased fare. 

The Twin City Rapid Transit Com- 

_. pany has asked for a 7-cent fare with 

; a tickets for a quarter. 
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- News Notes 


Dissatisfied with Street Railway Serv- 
ice.—Since the railway service in Wind- 
sor has been taken over by the Ontario 
Power Commission, great dissatisfaction 
has been felt by the patrons of the 
Sandwich, Windsor & Amherstburg 


Railway. It is claimed that the serv- 
ice “is inadequate and that municipal 
operation does not meet the needs of 
the people. 


Municipal Operation of Bridge Cars. 
—tThe Board of Aldermen of New York 
has authorized Grover A. Whalen, 
Commissioner of Plant and Structures, 
to purchase without public letting the 
cars and equipment necessary for the 
city to operate the electric railway 
shuttle service over the Williamsburg 
Bridge after he has the necessary funds 
to carry out the plan. 


Company Accepts Winnipeg Award. 
—The Winnipeg (Man.) Electric Rail- 
way will accept the award of the Myers 
board of arbitration granting the men 
a 10 per cent increase in wages. The 
acceptance of this award will mean an 
additional $300,000 in wages. The 
award has not, as yet, been accepted 
by the men, who had asked for prac- 
tically a 50 per cent increase over 
present wages. 


Platform Men at Columbus Refused 
Increase.— The Columbus’ Railway, 
Power & Light Company, Columbus, 
Ohio, has refused the demand of the 
motormen and conductors for an in- 
crease of 50’per cent in wages. In a 
statement issued by the company it 
was explained that no increase can be 
granted at this time. The men were 
scheduled to meet on July 138 to dis- 
cuss the company’s reply. 


Road Unable to Purchase Cars.— 
Ralph Peters, president of the Long 
Island Railroad, in a statement reply- 
ing to the order of the Public Service 


‘Commission requiring the company to 


buy 100 new cars, says that, under 
present conditions, the road is unable 
to purchase the cars, and that an in- 
crease of fares is the only solution. 
Mr. Peters says that. the cars will cost 
$3,000,000 and that capital for them 
cannot be secured. 


Preparing for Arbitration at Dayton. 
—The local branch of the street rail- 
way men’s union at Dayton, Ohio, has 
selected J. E. Duncan, secretary-treas- 
urer of Typographical Union No. 57, as 
its member of the board of arbitration 
to fix a permanent wage scale. The 
company officials are to name a second 
member and these two will agree upon 
a third, if possible. If they fail the 
third member will be selected by the 


' State Industrial Commission. 


Bus Franchise Forfeited—An ordi- 
nance to repeal the fifteen-year fran- 
chise granted to the General Omnibus 
Company to operate in Newark, N. J., 
has been ordered by the City Commis- 
sion of Newark. The franchise was 
issued Feb. 19, 1919. The company 
was given a year to begin operations, 
and the extension on that time has 
now expired. 

White Plague Exhibit Car.—The Tu- 
berculosis. Society of St. Louis, Mo., 
has fitted up a public health street car 
to educate the public in the fight 
against tuberculosis. The car contains 
exhibits showing the effects of the dis- 
ease and simple measures to be taken 
to prevent its spread. During a recent 
week 12,000 people visited the exhibits 
and 40,000 pieces of literature were 
distributed. 

Wage Terms in Strike Settlement.— 
The strike of the employees of the Jer- 
sey Central Traction Company, Key- 
port, N. J., which began on June 26, 
has been settled. and service has been 
resumed. The new agreement provides 
for added compensation for the men, 
but the company refused to recognize 
the union. Seniority rights were also 
granted which give the men the privi- 
lege of selecting their runs. The new 
scale provides for the payment of 46 
cents an hour for the first nine months, 
with 48 cents for the remaining three 
months of the year. After a year of 
service the pay is 50 cents. Under the 
old scale the men were paid 41 cents 
an hour for the first nine months, 48 
the next three and 45 cents after a year. 

Philadelphia Men Forego Wage In- 
erease.—More than 10,000 employees 
of the Phildelphia Rapid Transit Com- 
pany on July .22 voted not to demand 
payment of their increase in wages of 
approximately 74 cents an hour granted 
on June 1 until the company’s revenue 
increases sufficiently to pay the advance. 
The action was taken after Thomas E. 
Mitten, president of the company, had 
outlined to a meeting of employees’ 
representatives the financial condition 
of the company and said it could not 
pay the increased wages until additional 
revenue was obtained. Application has 
been made to the Public Service Com- 
mission for the abolition of free trans- 
fers, which Mr. Mitten estimated would 
increase the company’s yearly revenue 
about $3,000,000. Under an agreement 
between the company and the men the 
wages are based on the average com- 
pensation paid electric railway em- 
ployees in Chicago, Detroit, Cleveland 
and Buffalo. Wage increases granted 
in Detroit on May 16 and in Chicago 
June 1 necessitated under the agree- 
ment a wage increase by the Philadel- 
phia company of from 65 cents an hour 
to 72% cents. 


Program of Meeting 


Illinois Electric Railway Association 


The mid-summer meeting and golf 
tournament of the [Illinois Electric 
Railway Association will be held at 
Springfield on July 30. 
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He and Two Other Banking Members of the Board Retire 
After Losing Fare Vote 


E. T. Stotesbury, Horatio .G. Lloyd and C. S. W. Packard all resigned as 
directors of the Philadelphia Rapid Transit Company at a meeting on July 19. 
They retired following the voting down of a proposal made by Mr. Stotesbury 


for a flat 7-cent fare. 


The other directors voted to withhold acceptance of 


resignations until the bankers had had an opportunity to reconsider their 


resignations if they desired to do so. 


NOTHER significant development 
A at the meeting was the passing of 
the dividend. It was announced 
that the semi-annual dividend would be 
deferred because of lack of funds. A 
statement given out later said that it 
had been necessary to appropriate 
earnings for the first six months to 
meet expenditures and that as a result 
no action was possible in the direction 
of a dividend. 

All accounts of the meeting seem to 
indicate that the breach between Mr. 
Mitten and Mr. Stotesbury has been 
widened and that there is little pros- 
pect of the chairman and the president 
of the company being able to reconcile 
their conflicting views on fare matters. 
It was over this question that the dif- 
ferences came about. At the meeting 
three different elements were repre- 
sented: First, there were the bankers, 
led by Mr. Stotesbury; then came the 
stockholders, led by Mr. Mitten, and, 
third, the three city representatives, 
headed by the Mayor. 

As soon as the matter of the divi- 
dend had been disposed of, Mr. Stotes- 
bury, as chairman, passed on to the 
subject of fares. Mr. Lloyd, vice-presi- 
dent of Drexel & Company and the as- 
sociate of Mr. Stotesbury in that firm, 
discussed the finances of the company 
and the fare proposition. He stated 


that the present application for higher 
fares on file by Mr. Mitten with the 
Public Service Commission was inade- 
quate to provide for the financial needs 
of the company. This proposal pro- 
vides for the abolition of free transfers 
and the curtailment of the 3-cent ex- 
change in the downtown business dis- 
trict. It has been estimated that these 
changes would increase the revenue of 
the company $3,000,000 a year. 

Mr. Lloyd moved the Mitten plan for 
higher fares be immediately withdrawn. 
In its stead he proposed that the com- 
pany apply for a flat fare of 7 cents, 
with the understanding that the com- 
pany issue rebate tickets for the 2- 
cent additional fare, so that the refund 
eculd be made at a future date if the 
fare increase were rejected by the Pub- 
lic Service Commission. In addition he 
proposed that the new fare increase be 
put into effect with the understanding 
that an appraisal of the company’s 
property be presented to the city not 
jater than Sept. 1. He maintained that 
the appraisal would justify the increase 
to 7 cents. 

Mr. Mitten opposed this plan. He 
declared that the $3,000,000 revenue 
that would be received under his propo- 
sition would be sufficient to defray the 
operating costs and provide for the 
dividend. 


STATEMENT OF EARNINGS OF PHILADELPHIA RAPID TRANSIT COMPANY 


June: 
Operating revenue 


Operation ‘and taxes... 5. ...stipmind ein’ Misa lamers vie 


Operating income, Ps 5.72. ates bee hoy er spleen oe 
Non-operating INCOME. ..... cee e ccc eees weer eneecs 


CHFGBS NOONE. 05 5,055 Marcu de selene Leeman etree 
Piixeck Gates o!i.< io nerd. sick sine ba. sus isle Oe Oey ak 


Net income 


Amount necessary to meet June | wage adjustment. opps AeA 
5 per cent return on P. R. T. paid in capital—one month...... 


Amount by which gross revenues are insufficient to provide 


for operating expenses, taxes, fixed charges, and the 5 per 
cent return upon P. R. T. stock. ..........0000-e- 


Six months ended June 30: 


Operating revenue... 0... 6 cece cence ee eee eee nes 
Operation and taxeS...... 0. cece cence eee ee aee 


Operating income 


Non-operating INCOME. ........cesdeenaceevecee 


Gross income 


Fired Chars <0) ee ceed ee uselt ape ale cn eee nD 


DGG TROOMIR She hcrccals xc «ange aM aabnte nig e Carmetntes 


Amount necessary to meet June | wage adjustment 


5 per cent return on P. R. T. paid in capital—six months. . . 


Amount by which gross revenues are insufficient to provide 


for operating expenses, taxes, fixed charges, and the 5 per 


cent return upon P. R. T. stock 


1920 1919 
Bice tet, eee $3,177,848 $2,963,631 
Progen. ae 2'358'336 1:907,465 
Etre reelk $819,511 $1,056,166 
ie ers oth 590 33,991 . 
Pa oan oe $873,102 $1,090, 157 
PE nat eR et 816,444 808,156 
Fee ik hei $56,658 $282,001 
$187,500 
125,000 312,500 
sae $255,841 
1920 19,19 
Peas eee $18,653,593 $17,174,965 
wails Soe adage 13,436,291 11,709;077 
. Giasea aa ae $5,217,301 $5,465,888 
Seve isieeee a. ~ $5,469,203 $5,730,402 
See y ek a tia 4'899602 4°853,801 
Wiebgs docs eae $569,600 $876,600 
a $187,500 
750,000 937,500 
phos $367,899 
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Mr. Lloyd’s plan, when put to a vote, 
was lost, six to five. The directors who 
defeated Mr. Lloyd’s motion were Mr. 
Mitten, Mr. Moore, Col. Sheldon Potter, 
Ernest T. Trigg, William J. Montgom- 
ery and J. J. Sullivan, Jr. The resig- 
nations of the directors previously men- 
tioned were then presented. 

The company, in announcing its 
abandonment of the dividend for the 
first time in three and a half years, 
made public figures that indicate that 
the earnings up to date are $367,899 
short of the amount needed to pay the 
dividend and meet the wage adjust- 
ments that are necessary. The figures 
of earnings are reproduced elsewhere 
on this page. 
~ Mr. Stotesbury said that as soon as 
he was fully convinced that he should 
make a statement it would be forth- 
coming. He is quoted as follows:’ 


I will answer no questions, so there is 
no use asking any. I am still considering 
the proposition of issuing a statement set- 
ting forth my ideas on transit matters. 


Mr. Packard said: 

_iI resigned. I did not tender my resigna- 
tion. I can say the directors who resigned 
did not represent large holders of stock, 
but they did represent other interests that 
are large stockholders. That is all for the 
present. Anything else must come from 
Mr. Stotesbury. , 

In connection with the resignations 
it is now recalled that last February 
the voting trust expired which had been 
in operation for ten years. During the 
life of the voting trust Mr. Stotesbury 
was all powerful. Mr. Mitten seem- 
ingly considered the fare matter an 
operating problem. On the other hand, 
Mr. Stotesbury looked upon the fare 
readjustment as a matter of financial 
consideration, subject to action by the 
directors before any steps were taken 
by the operating committee. 

A statement made by Mr. Mitten 
follows: 


The car riders of Philadelphia may rest 
assured that the management will continue 
to function to the very best of its ability. 
The record of achievement by the Mitten 
management in overcoming obstacles 
stands as an unmistakable index to the 
completion of the program adopted by 
the management. 


Ordinance Allowances 
Increased 


Board of Arbitration at Youngstown 
Increases Awards for Operating 
Expenses and Maintenance 


The Youngstown (Ohio) Municipal 
Railway, the operating subsidiary of 
the Pennsylvania-Ohio Electric Com- 


‘pany for the Youngstown, Ohio, city 


lines, recently found it necessary to 
submit to arbitration the matter of an 
increase in the allowances for operating 
expenses and maintenance under the 
terms of the service-at-cost franchise 
in effect there. This was referred to 
at length in the ELectric RAILWAY 
JOURNAL for June 19, page 1277. + 
The board of arbitration, of which 
Col. J, H. Alexander, vice-president 
Cleveland Railway, was the company’s 
member, after full consideration 
reached the decision whereby the oper- 
ating allowance of the company was in- 
creased from 27 cents to 34 cents per 
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_bunal the case was taken to the 


July 24, 1920 


-ear-mile for all cars equipped with mo- 
tors and 60 per cent of this sum for 
trail cars. 


In addition to this flat rate, 
the award provides that the sum of 
0.8 cents per car-mile shall be added 
for each $1 by which the average cost 
of coal per ton delivered to the North 
Avenue power house of the company 
shall exceed $5 per ton. In other words, 
if the average cost of coal per ton is 
$5.50 during any month the operating 
cost allowance per car-mile for that 
month would be increased by 0.4 cent, 
making the total operating allowance 
34.4 cents per car-mile. 


COMPANY PROTECTED BY COMPROMISE 


The decision as to the allowance for 
maintenance, repairs and renewals in- 
creases the sum from 8 cents per car- 
mile for motor cars and 60 per cent of 
this amount for trail cars to 9 cents per 
car-mile, 

During the proceedings the company 
asked for an operating allowance of 36 
cents per car-mile and a maintenance 
allowance of 11 cents per car-mile. The 
operating allowance of 34 cents with an 
adjustment for the price of coal over 
$5 is practically the same as 36 cents. 


Dividend Vote in August 


Referendum Likely om Increase in Divi- 
dend of Cleveland Railway to 
7 per Cent 


The Supreme Court of Ohio on July 
16 ruled that the case of Edwin D. 
Barry, who sought to prevent a refer- 


endum vote on the ordinance increas-~ 


ing the dividend rate of Cleveland Elec- 
tric Railway stockholders from 6 to 7 
per cent, was of wide public interest, 
but that, since there was no error in- 
tervening, a hearing must be refused. 
Unless some other step is taken, the 
referendum vote on the ordinance will 
be taken at the August primaries. 
When the employees of the company 
were granted an increase in wages sev- 
eral months ago, the company asked 
for an increase in dividends to stock- 
holders on the ground that many of 


them needed the additional 1 per cent ° 


as much as the employees needed the 
increased wage. Council granted this 
in an ordinance. Petitions for a refer- 
endum were circulated. Mr. Barry, a 
stockholder, brought suit for an in- 
junction on the ground that the number 
ef names on the petition was not suffi- 
cient. The case was decided in his 
favor in Common Pleas Court. 


SECOND SuIT STARTED 


New names were secured to the pe- 
tition and a second suit was filed by 
Mr. Barry for~an injunction on the 
ground that the time for filing peti- 
tions had expired. This time the case 
was heard before Judge Thomas in 


Common Pleas Court. He decided in 


favor of the city. An appeal was taken 


_ to the Appellate Court, where the de- 


cision was sustained. From this tri- 
Su- 
-preme Court. ; 
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News Notes 


Walla Walla Lines Suspend.—Two 
lines of the Walla Walla (Wash.) Val- 
ley Railway, the Prospect Heights and 
East Walla Walla branches, have been 
discontinued. The lines have not paid 
expenses for several years. 

Service Resumed to Squantum.—Reg- 
ular car service was resumed on July 1 
by the Eastern Massachusetts Street 
Railway between Squantum and Atlan- 
tic after one year’s absence of cars on 
this line. The operation was discon- 
tinued more than a year ago because 
the Squantum line was unable to meet 
expenses and the City Council of Quin- 
cy was not willing to bear so great a 
burden. 


Guelph Road Taken Over.—The On- 
tario Hydro Power Commission took 
over the Guelph (Ont.) Radial Railway 
on July 1. ‘W. W. Pope, secretary to 
the commission, says that application 
has been made to the Lieutenant Govy- 
ernor-in-Council for permission to run 
the road and that arrangements have 
been made for disposing. of $150,000 of 
bonds, representing the purchase price 
of the road. 


Mayor Asks Appropriation for Hyde 
Park Operation.—Mayor Peters has re- 
quested the City Council for an appro- 
priation of $30,000 to be paid by the 
city to the Boston (Mass.) Elevated 
Railway under the authority of the 
special legislation act for the public 
operation of street cars in this district. 
The accompanying order provided that 
the $30,000 be raised by taxation in the 
city of Boston. 

New Springfield Issue Approved.— 
The Department of Public Utilities of 
Massachusetts has authorized the 
Springfield Street Railway to issue 
twenty-year mortgage bonds to the 
amount of $2,954,000, with interest not 
to exceed 7 per cent. The use of 
$2,230,000 is approved for paying, re- 
funding or retiring three loans ma- 
turing within three years, and balance 
for working capital, additions and bet- 
terments. The program of the com- 
pany for carrying out local improve- 
ments has been referred to previously 
in the ELECTRIC RAILWAY JOURNAL. 


Common Stock Dividend Reduced.— 
The American Light & Traction Com- 
pany, New York, N. Y., has declared a 
quarterly cash dividend of 1} per cent 
and a stock dividend of 12 per cent on 
the common stock, and the regular 
quarterly cash dividend of 14 per cent 
or: the preferred stock, all payable Aug. 
2 to holders of record July 15. The 
company has been paying 2% per cent 
in cash and 2% per cent in common 
stock on the common stock each quar- 
ter for some time. 
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Successor Interurban Operating.— 
The Kansas City, Leavenworth & West- 
ern Railway has been authorized to do 
business in Kansas as the successor to 
the Kansas City-Western Railway, pop- 
ularly known as the Kansas-Leaven- 
worth interurban line. The company 
operates between Kansas City, Mo., and 
Leavenworth, Kan. The new company 
is the successor to the old under the 
terms of reorganization outlined in the 
ELECTRIC RAILWAY JOURNAL for March 
18, 1920. 

Dissolution Planned.—The Trenton 
(N. J.) Traction Company, organized 
as a holding concern in connection with 
the railway system of Trenton many 
years ago and inactive for approxi- 
mately twenty years, is to be dissolved. 
A resolution to this effect has been 
passed by the board of directors, and a 
stockholders’ meeting has been called 
for Aug. 13 for the purpose of com- 
pleting the dissolution. John A. Rigg, 
Philadelphia, is the president of the 
company. Walter A. Rigg is vice- 
president, while T. W.. Grookett, Jr., 
Philadelphia, is  secretary-treasurer. 
These officials, together with F. W. 
Roebling, Jr., Dr. E. H. Ginnelly, Tren- 
ton, and R. L. Jones, Philadelphia, are 
the directors. 

Amarillo System Resumes Under 
Municipal Ownership.—On July 1 the 
city of Amarillo, Tex., started the 
operation of the electric railway sys- 
tem of the Amarillo Street Railway 
under a lease from the owner of the 
system to the city of Amarillo, the 
lease running for three years with the 
option of extending under the same 
terms for a period of five years. The 
city of Amarillo assumes the responsi- 
bility of operating and the owner re- 
ceives a rental for the use of the prop- 
erty. The system has been rehabil- 
itated and the tracks and overhead re- 
arranged so as to provide a more de- 
sirable system for the needs of the 
community. This system has not been 
in operation since October, 1917. 

$4,200,000 Issue of Certificates Au- 
thorized.—Federal. Judge Farris has 
authorized Rolla Wells, receiver for 
United Railways, St. Louis, Mo, to issue 
certificates of indebtedness amounting 
to $4,200,000 to provide for payment on 
bonds of the St. Louis Railroad which 
came due on May 1 last, and to take up 
receiver’s certificates, due on Sept. 2, 
1920. The issue may be dated and of 
such denomination to be decided upon 
by receiver and will bear interest at 7 
per cent. The certificates will be a 
first lien on‘lines of railway properties 
and franchises of Union Depot Rail- 
road, the St. Louis Railroad, mill tax 
judgment to city of St. Louis and liens 
of United Railways except liens ex- 
ecuted by several companies whose lines 
were acquired by the receiver. The 
order also provides that the receiver 
shall make up the difference if discount 
and costs of selling certificates are not 
sufficient for this purpose. The War 
Finance Corporation went to the aid of 
the company with a loan during the 
war-time emergency. 
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Rhode Island Body Upheld 


State Supreme Court Sustains Utilities 
Commission in Allowing Fare 
Increase 


An opinion handed down by the Su- 
preme Court of Rhode Island sustains 
the orders of the Publie Utilities Com- 
mission allowing the Rhode Island Com- 
pany, Providence, to increase its fares 
and to change the fare zones, Appeals 
were taken by the cities of Cranston 
and Pawtucket, and the towns of War- 
wick, Johnston, North Providence, Bur- 
rillville, West Warwick, Cumberland 
and East Greenwich at the time that the 
permission was granted the Rhode 
Island Company. 

The appeals were taken from the or- 
der of the Public Utilities Commission 
entered Sept. 23, 1919. Arguments 
were made and briefs submitted by the 
City Solicitor of Cranston and the Town 
Solicitor of Warwick in behalf of those 
municipalities, and the cases of. the 
other appellants were submitted with- 
out arguments or briefs. 


Court REVIEWS CASE 


Judge Stearns, in his opinion, de- 
seribed the troubles of the Rhode 
Island Company leading up to the re- 
port of a special legislative committee 
presented April 2, 1918, together with 
an act authorizing the Public Utilities 
Commission to approve an increase of 
fares charged by the company from 5 
cents to 6 cents. 

On Sept. 23, 1919, the Public Utilities 
Commission entered an order whereby 
the Rhode Island Company was directed 
to file tariffs in modification of existing 
tariffs in accordance with ‘Plan B,” so 
called. The effect of the order was to 
maintain zone limits existing at the 
time, to increase the fare from 5 cents 
to 6 cents in each zone and the charge 
for transfers from 1 cent to 2 cents. 
These tariffs were to remain effective 
during the receivership of the company 
and until otherwise ordered by the com- 
mission, 


MANY Towns APPEAL 


Various appeals were taken from the 
different orders entered prior to Sept. 
23, 1919, and in each case the Supreme 
Court, on motion made, held that the 
appeal should not operate as a stay of 
the order. At the present time the re- 
ceivers are operating the railway and 
are collecting the passenger revenue 
under the terms of the order of the 
Public Utilities Commission entered 
Sept. 28, 1919. The appeals from this 
order were the ones passed before the 
court. The court said: 


No question is raised in regard to the 
power of the Legislature to give authority 
to the commission to regulate the public 
utility in question, but the argument is made 
that it has not done so. We think there is 


no merit in this contention, and without 
detailed discussion of the matter we think 
the authority of the commission is clear and 
ample in regard to the subject matters 
under discussion. 

The general result of the order was to 
eut down the radius of the central zone 
about the traffic center of Providence to 
a radius of 2 miles, to make the fares in 
all zones, suburban as well as central zones, 
5 cents, to fix a charge of 1 cent for each 
transfer issued. In its order the commission 
directed that the tariffs and supplements 
made effective on Oct. 23 should remain 
effective until March 1, 1919. 

That the State did not surrender unre- 
strictedly to the municipalities its govern- 
mental power of regulating rates is evi- 
denced by the enactment in 1902 of the 
“Free Transfer Act.’’ The paramount au- 
thority of the State to regulate rates of 
public utilities through the agency of a 
commission is well established. 

The orders of the Public Utilities Com- 
mission appealed from, are sustained and 
affirmed. The appeals therefrom are denied 
and dismissed. 


Ten Cents in Waterloo 


Three cities do not make a State any 
rore than a single swallow makes a 
summer. Dubuque, Des Moines and 
Davenport may not at the outset have 
extended the olive branch of peace to 
the utilities operating within their con- 
fines, but not all Iowa is to be blamed 
on their account. Recent comment in 
these pages was intended as a warn- 
ing. Facts were stated merely as facts 
concerning these three cities. The city 
of Waterloo proves this to be so. There 
the board of arbitration appointed to 
settle the matter of fares has just an- 
nounced an award of a 10-cent fare to 
the Waterloo, Cedar Falls & Northern 
Railway, with 8-cent tickets for work- 
ing people, good between 6 a.m. and 
8 am. and 5 p.m. and 7 p.m. Tickets 
for school children are to be sold at 
5 cents each, good going to and coming 
from school. Waterloo proves that the 
spirit of live and let live is abroad in 
Iowa just as it has always been. That 
city, however, was quicker to sense a 
real public need than some of its sis- 
ter cities. 


Fare Increase Allowed 


On June 25 the North Dakota Rail- 
road Commission granted to the Fargo 
& Moorhead Street Railway, a_sub- 
sidiary of the Northern States Power 
Company, increased fares effective in 
Fargo and the village of North Fargo, 
N. D. A similar schedule of fares had 
been granted by the voters of Moor- 
head, Minn., at an election held during 
the month of May by a vote of four to 
one. The new rates of fare effective m 
Fargo, village of North Fargo, N. D., 
and Moorhead, Minn., are as follows: 


Cash £Ore bi :0.3 aid S14 554 Kanes 7 cents 
Ticket fare ....4 for 25 cents, 17 for $1 
School” tickets wa weet as 20 for $1 


This increased fare was put in effect 
temporarily for a period of one year 
by the North Dakota Board of Rail- 
road Commissioners, pending their 
valuation of the property. 


~ 


New Plan for Buses 


Mayor Hylan Wants Privately Owned 
System with City Supervision— 
Railway Seeks Bus Grant 


A city-wide system of privately 
owned, municipally supervised buses is 
now proposed by Mayor John F. Hylan 
of New York City as a solution of the 
transit problems of the metropolis. The 
Mayor’s plan contemplates a bus sery- 
ice reaching all parts of the city. The 
fare would be 5 cents and universal free 
transfers would be given. 

Mayor Hylan presented his new 
scheme to the Board of Estimate and 
Apportionment following the action of 
the State Court of Appeals in ruling 
that the city had no legal right to ~ 
engage in bus operation. All the mu- 
nicipal bus lines paralleling the lines 
of the Brooklyn City Railroad are now 
out of business as a result of the court’s 
decision. The new plan seeks to avoid 
legal difficulties by placing the opera- 
tion of the buses in the hands of a 
private corporation under conditions of 
“the strictest municipal regulation and 
supervision.” 


FAIR RETURN PROPOSED 


The Board of Estimate held a hearing 
on the matter on July 21, at which the 
Mayor explained his. plan. Mayor 
Hylan would write the following condi- 
tions into the bus agreement: 


1. An adequate and fair return to the 
security holders on an actual and honest 
investment for motor buses, garageS and 
repair shops, but with a provision that 
there shall be no capitalization of franchise 
privileges granted. 

2. A fair scale of 
employees. 

3. An adequate, comfortable, sanitary, 
modern, safe and efficient service to the 
public for a 5-cent fare or less. 


The Mayor said recently: 


Such an agreement should provide for a 
proper system of audit, control and super- 
vision over the transactions and operations 
of any operator entering therein. Securities 
should be issued only for value received, 
excessive salaries and exorbitant overhead 
charges eliminated, and the property be 
economically and efficiently administered in 
the public interest. There is little doubt 
that such a system would be successful and 
would aid immeasurably in building up and 
adding to the prosperity of this city. 


The Third Avenue Railway has 
applied to the New York City author- 
ities for permission to establish a num- 
ber of bus routes in connection with its 
electric lines. The buses would serve 
outlying sections of the city which now 
lack transportation facilities. A 5-cent 
fare would be charged, with a 3-cent 
charge for transfers to the company’s 
railway lines. 


wages for the 


Seven Cents in Dayton Soon 


Car riders of Dayton, Ohio, will be- 
gin paying 7-cent fares on Aug. 7. The 
City Commission has formally ap- 
proved an ordinance allowing the Day- 
ton Street Railway, the City Railway 
end the other roads operating the local 
lines to raise their rates on that date. 
Four adults’ tickets and eight half-fare 
tickets are to be sold for 25 cents. The 
companies are directed to file monthly 
reports of income and expenditures. 
The city is given the right to exact 
better service. 


July 24, 1920 


Jitneys Still Operating 


Bridgeport Auto Men Secure Injunction 
Against New Ordinance—Trol- 
: ' leys Ready to Quit 


Jitney operators of Bridgeport,-Conn., 
‘have obtained a respite from the en- 
forcement of the ordinance recently 
passed by the Common Council which 
would keep them off many of the city 
streets. Judge John W. Banks on July 
22 refused to dissolve a temporary 
‘injunction, which he had granted on 
July 15, restraining the city from en- 
forcing the terms of the jitney measure. 
Judge Banks held that while the Com- 
‘mon ‘Council had the right to fix bus 
routes, the clause delegating this power 
to the police commissioners was in- 
operative. 

Judge Banks- ruled as follows: 

__ In my opinion, the Common Council may 
fix the routes to be traversed by public 
Service vehicles in the city of Bridgeport 
and exclude them from all streets not in- 
eluded in said routes. This, however, is not 
what the Council has done in the ordinance 
under consideration. 

_»- The delegation to the police commission- 
ers of the power to pick routes being -in- 


-operative, there is nothing left to the ordi- 
hance but a proviso that the commissioners 


\ ‘shall not give their consent (which they 
would have no power to give anyway) 
4 to the operation of public service motor 


vehicles upon certain city streets. 

I do not see how the City Council can 
make this part of the ordinance effective 
as an exercise of the power to fix traffic 
routes. For these reasons I feel compelled 
to hold that the ordinance in its present 

j form exceeds the power conferred on the 
city by Chapter 233 of the public acts of 
1919, and is, therefore, void. 

The motion to dissolve is denied. 


City’s PETITION DENIED 


Previous to the issuance of the injunc- 
tion, City Attorney William H. Comley, 
a Jr., had applied to the court for an in- 
\ junction to stop jitneys from operating 
on the streets named in the ordinace. 
The petition was denied after Mr. Klein 
; had pointed out that the city had a rem- 
-——seay at law because it could make arrests 
for violation of the ordinance. 
a: The court action was the outcome of 
a futile attempt to reach a compromise. 
There were at the conference Mayor 
C. B. Wilson, Mr. Klein, Mr. Comley 
and Lucius B. Storrs, president of the 
Connecticut Company. ; 

Counsel for the jitney men said that 
section 30 of the public acts of 1919 
a. \ regulating motor vehicles provides that 

@ municipality may by ordinance fix 
i traffic routes for public vehicles.. The 
_ ordinance just passed, it is contended, 
‘ is based upon an amendment of the or- 
dinance passed in December of last- year, 


ana 


which gives to the police commissioners 
A, the power to issue permits for certain 
f routes. If too many jitneys run on 

j certain streets the commissioners have 


the power to prohibit any more using 
these same streets. 

The defense of the representatives of 
the jitney men was that the police com- 
missioners of the city were delegated 
__ power which does not belong to them. 


Mr Storrs INSISTENT 


Mr. Storrs insists that the jitneys 
shall be suppressed. In a letter to 
Mayor Wilson on July 19 he said: 
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The trustees of the Connecticut Company 
are advised that a suit has been brought 
to test the validity of the ordinance re- 
cently adopted by the Common Council of 
the city of Bridgeport for the regulation 
of jitney transportation, and that the Su- 
perior Court has reserved its decision upon 
an application for a preliminary injunction 
in such suit. 

As you have been advised, the company 
is operating in the city of Bridgeport at 
an actual heavy loss and cannot continue 
for any extended period under existing 
circumstances. 


By such action of the Superior Court 


“the ordinace has. for a time at least, been 


rendered ineffective, and as our agreement 
to postpone discontinuance of service was 
conditional upon the ordinance being made 
immediately effective, the Connecticut Com- 


-pany is free to discontinue its service, but 
is unwilling to do so without notice. 


As we are informed, however, that a 
decision upon the application for an injunc- 
tion is expected within a very short time, 
we will continue’ operation, notwithstand- 
ing our losses, until July 26, but cannot 
undertake further operation if conditions 
remain unchanged: 


The trolley-jitney situation in New 
Haven was brought before the Board 
of Aldermen of that city on July 21, 
when a message from Mayor Fitzgerald 
was read. The Mayor submitted a let- 
ter received from Mr. Storrs and a 
petition received from a committee of 
conductors and motormen of the com- 
pany. At the suggestion of the Mayor, 
the entire subject was referred to a 
special committee. 


Seven-Cent Fare Approved for 
Rochester 


A 7-cent car fare will become effec- 
tive on Aug. 1 on the Rochester lines 
ot the New York State Railways. The 
Common Council of Rochester, at a 
special meeting on July 14, adopted 
the report of its law committee on the 
service-at-cost contract and this con- 
tract has been signed by both Mayor 
Edgerton and James F. Hamilton, 
president of the New York State Rail- 
ways. Under the contract, the return 
to the company is determined, in a 
measure, by the rate of fare. The 
lower the fare the higher will be the 
rate of return. 

The suggestion of James W. Routh, 
director of the Bureau of Municipal 
Research, that the contract be amended 
to ‘include a provision for the easier 
discharge of the railway commissioner 
should he prove incompetent and the 
suggestion that some penalty be pro- 
vided for raising the fare above the 
tentative figure of 7 cents were disre- 
garded. In its report the committee 
says that there is adequate protection 
in the contract against unreasonable 
increases in fare, and that the com- 
mittee believes the commissioner’s ser- 
vice to the city would be impaired if 
provision was made for his arbitrary 
dismissal. 

The contract was amended by the 
law committee by the addition of a 
provision for the appointment of a third 
arbitrator and appraiser should those 
appointed by the company and the city’s 
representatives fail to agree on the 
third man. Provision is also made to 
prevent the renewal and depreciation 
fund from exceeding 2 per cent of the 
base value of the company’s property 
at the termination of the agreement. 


’ 
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Zone System Rejected 


Connecticut Company Operating 700 
Miles of Line Wants Seven-Cent 
Fare—Hearing on July 29 


The Connecticut Company on July 22 
petitioned the Public Utility Commis- 
sion to revoke the zone system im- 
posed upon the company by that com- 
mission on March 30, asking as a sub- 
stitute substantially the same distances 
as were used in determining rides under 
the 6-cent fare system, but with 7 
cents as the base fare. 

. The Utilities Commission, whose zone 
plan for collecting fares superseded 
the company’s own distance tariff plan 
which went into effect on Nov. 2, 1919, 
will grant a hearing to the comparfy 
on July 29 at 10 a.m. daylight saving 
time. 

The tariff proposed by President 
Iucius S. Storrs of the company is as 
follows: 


Flat rate of fare 7 cents. 

On rural lines fare limits to be 2.8 miles 
apart. 

On short city lines flat rate to apply to 
entire line. 


On all long city lines first fare limit 
to be approximately 3 miles from traffic 
center. 


Free transfers to be given to all passen- 
gers from and to points not more than 24 
miles from the traffic center. 

ALL Costs ADVANCE 


Unusual increases in operating costs, 
which include a payroll whose total is 
$1,000,000 larger than that of last year, 
are given as the reasons for asking that 
the rate be increased. After stating 
that the requests of the cities of Man- 
chester and New Haven caused the 
commission to insist on the company’s 
issuing commutation tickets, the peti- 
tion says: 


Though your petitioner has made every 
possible endeavor to make such system a 
success and the same has had a fair trial, 
said system has not produced a revenue 
sufficient to cover the cost of service with 
any return whatever upon a fair valuation 
of the property, and does not now produce 
the actual cost of operation. Wherefore 
your petitioner prays leave to install forth- 
with a flat fare system of rates upon lines, 
with a base or initial fare of 7 cents in 
accordance with the tariff hereto annexed. 


The petition of the company for an 
increase in fare allowance is a depart- 
ure from precedent, as was the action 
last March of the Public Utilities Com- 
mission in imposing on the railway a 
fare system of its own. Heretofore 
the company has initiated fare systems, 
which were defended before the Pub- 
lic Utilities Commission when petition- 
ers from towns protested. The com- 
pany has at the present time an appeal 
before the Superior Court in the matter 
of commutation tickets, the company’s 
attorneys taking the stand that the im- 
position of fares for ordinary riders 
by the Public Utilities Commission 
shows that these rates are reasonable, 
and therfore any rate below those is 
confiscatoyy and unconstitutional. 

A statement issued to the press by 
the company, on the afternoon of July 
22, read: 


In order to meet increases in cost of oper- 
ating the railway service the Connecticut 
Company must obtain a greater revenue. 
The payrolls for 1920 will be $1,000,000 
greater than last year, due to recent ad- 
vances in rates of pay. Coal, which cost 
$4 per ton a few years ago, is now selling 
for $13 per ton and at times even more. 
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‘ The authorities in the various cities where 
efforts are being made to restrict ruinous 
jitney bus competition have asked us to 
return to a flat rate of fare collection and 
we are, therefore, proposing a T-cent flat 
rate of fare covering the largest portion 
of each city area, but not including the 
entire areas falling within the old 5-cent 
fare limits. 

As we are now obtaining fares of 8, 10 
_and.12 cents from a large number of pas- 
sengers whose payments will be reduced to 
7 cents, it is clear that no lower rate 
will produce sufficient revenue. We have 
no means of determining whether the T- 
cent rate will be high enough, although it 
is possible that with a restriction of ruinous 
jitney bus competition and a large use of 
the cars we may be able to establish a 
lower rate. 

Every effort will be made to retain serv- 
ice upon all the lines now operated, in- 
cluding all those in the country areas, 
but of course sufficient revenue must be 
obtained to meet the cost of operating the 
cars. 


The company has been in the hands 
of receivers since 1916. In. 1917 it 
instituted a 6-cent fare system, which 
was changed on Nov. 2, 1919, to a dis- 
tance tariff system. On complaint of 
several of the towns and cities of the 
state, the utilities commission dis- 
carded this system and put in a distance 
tariff of its own, allowing a cut rate 
for purchasers of fifty-zone tickets and 
granting commutation rates to daily 
suburban riders. 


Fare Increase Contemplated 


The Milwaukee (Wis.) Northern 
Railway has petitioned the Wisconsin 
Railroad Commission for permission to 
discontinue the sale of six tickets for 
25 cents good on the company’s line 
within the city of Milwaukee. The 
cash fare will remain at 5 cents, as at 
present. 

The company operates an interurban 
service connecting Milwaukee, Cedar- 
burg, Port Washington and Sheboygan, 
all points in Wisconsin. It also oper- 
ates a city service over its line within 
the city of Milwaukee. The rate of 
fare for this service is fixed in its fran- 
chise at 5 cents cash or eight tickets 
for 25 cents. In July, 1918, the com- 
pany was authorized by the Wisconsin 
Railroad Commission to increase the 
rate of fare by reducing the number of 
tickets sold for 25 cents from eight to 
six. A flat 5-cent fare is now sought 
because of increased labor and mainte- 
nance costs. 


Wants Ten Cents in Scranton 


Stating that the company can no 
longer continue to operate on a 7-cent 
rate, the Scranton (Pa.) Railway has 
filed with the State Public Service 
Commission notice of its intention to 
raise its fare to 10 cents. The com- 
rany’s action follows the recent award 
of a substantial wage increase to its 
employees by a board of arbitration. 
The Pennsylvania Supreme Court re- 
cently ruled that the commission has 
full power to fix rates for electric rail- 
way service. 

Jilson J. Coleman, general manager of 
the company, gave out a statement sup- 
plementing that of the petition and laid 
particular stress on the fact that the 
company cannot continue to operate on 
a 7-cent fare and could not expect to 
get along with an 8-cent fare, hence 


the request that a 10-cent rate be per- 
mitted. Mr. Coleman said the increases 
in wages since 1914 have totaled 124 
per cent for the motormen and con- 
ductors; 135 per cent for the barnmen, 
and 189 per cent for the trackmen. In 
addition he pointed out that the cost 
of material has advanced more than 
100 per cent on a general average 
during this period. 

The company has lost more than $58,- 
000 since Jan. 1, and is continuing to 
earn less than the operating costs. 
Since 1917 the only increases have been 
from natural growth and increases in 
fare rates. Wages for this year will be 
increased more than $150,000, the wages 
covered in the recent award amounting 
to $148,000. 


May Amend Louisville Plan 


Passage in its present form of the 
ordinance ‘recently submitted to the 
City Council of Louisville, Ky., provid- 
ing for a cost-of-service franchise for 
the Louisville Railway, now seems im- 
probable. Opposition to the measure as 


The Heart Is Cut 


—from the nickel 


There are 450 cars used to give 
LOUISVILLE GOOD SERVICE. 


In 1914.0 car cost $6,500. Today 
the same car costs $13,000. 


Fair Play Suggests a Higher Fare 


W. S. SPEED, Chairman, 
JOHN W. BARR, JR., 
W. H. KAYE, 

Executive Committee. 


AN APPEAL FOR FAIR PLAY 


presented by, the executive committee 
of the railway has developed in the 
Council. Public sentiment is also un- 


favorable to the granting of the fran- > 


chise without a number of changes. 
Hopes for a compromise are held out 


as the result of a statement by W. S. 


Speed, chairman of the directors’ ex- 
ecutive committee, that the company 
would not object to changes in the 
ordinance as drawn as long as efficient 
transportation is given to Louisville 
and the lines are saved from bank- 
ruptcy. It has become known that if 
the company’s present effort to obtain 
higher fares fails, a receivership is con- 
templated. Under the terms of the 
cost-of-service agreement the initial 
fare would be 7 cents. 
The objections to the ordinance cited 
by civie organizations and members of 
the Council are: Compensation for mem- 
bers of the Board of Public Works to 
be paid out by the railway; the turning 


of extra earnings into the city treas- 
ury; opportunity for the company to 
revise upward but none for the city to 
revise downward; failure to limit the 
period during which increased fares 
will be charged; the request for the 
city to guarantee dividends of 6 per 
cent on $24,500,000 physical valuation 
shown, by the company’s books while 
the company’s sworn statement in the 
City Assessor’s office shows an actual 
physical valuation of $4,700,000. 

The company has been conducting an 
active campaign of education through 
advertisements: in the Louisville news- 
papers. It calls attention to increases 
in the prices of commodities generally 
and asks the public to “know the truth” 
about electric railway service. One of 
these advertisements is reproduced in 
the adjoining column. 


Seek Compromise in Tacoma 


Company Wants Four to Eight per Cent 
Return on $6,000,000 Valuation— 
Mayor Opposes Fare Rise 


The Public Service Commission of 
the State of Washington, which re- 
cently completed its hearing in the 
matter of an increase from a 7 to a 
10-cent fare on the lines of the Tacoma 
Railway & Power Company has de- 
ferred the announcement of its 
decision. In the meantime, a compro- 
mise will be attempted on the following 
basis: Commutation tickets to be sold 
15 for $1; 10-cent fare for casuals; the 
company to be granted some relief from 
gross earnings tax, street paving and 
free passes for city employees. 

Mayor C. M. Riddell and Commis- 
sioner Fred Shoemaker, on the witness 
stand before the commission, declared 
that a straight 10-cent fare would mean 
granting franchises to jitney buses. It 
is stated that a local association in 
Tacoma has offered to put fifteen 
large jitneys in operation if the 10- 
cent fare is granted. City Councilmen 
have stated that, if necessary, they will 
grant franchises to the jitney men. 


SEEKS ADEQUATE SERVICE 


The railway, in its brief, demands a 
fare that will provide for cost of opera- 
tion, depreciation, and from 4 to 8 per 
cent profit on a $6,000,000 valuation. 

City Attorney U. E. Harmon has sug- 
gested that a compromise be offered the 
company. The new proposition would 
provide for the city to have joint’ su- 
pervision of the operation of the lines 
for a period of one year, the fare to re- 
main 7 cents; the city to appoint three 
supervisors to waive for the period of . 
one year the payment of gross earn- 
ings, taxes and free transportation of 
city employees, provided the amount 
thus waived, plus the addition of sums 
necessary to put the streets in proper 
condition, be expended in such street 
improvement. 

Commissioner of Finance Silver has 
gone on record as opposing such a plan. 
He has stated that he will make an 
effort to put the railway out of busi- 
ness on several of its best-paying lines, 
where franchises have expired. 
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Injunction Against Jitney 
Repeal Measure 


~A restraining order has been issued 

by Presiding Judge Mitchell Gilliam, at 
the request of counsel for the Seattle 
(Wash.) Jitney Drivers’ 
to prevent the city from suspending 
operation of jitney buses on city 
streets. The order was issued just in 
time te \prevent the cessation of jitney 
activities, as Superintendent of Utili- 
ties Carl H. Reeves had served notice 
that no jitneys would be permitted 
to operate after midnight on July 
6, except those to which permits 
had been granted, and the Council has 
granted no permit to drivers. Before 
the order had been issued, ten drivers 
who undertook to operate without per- 
mits were arrested. They were re- 
leased when the restraining order be- 
came effective. 

Major Reeves’ order was issued, after 
the City Council had finally rejected 
the applications of all drivers for per- 
mits, on the recommendation of the 
public utilities committee, leaving a 
loophole which would allow the issu- 
ance of permits to short lines operating 
as feeders to the municipal railway. 

The petition filed by the jitney 
drivers, calling upon the City Council 
to present to the qualified electors of 
the city an ordinance permitting jitney 
drivers to operate along routes of their 
own choice, in repeal of the existing 
city ordinance providing for strict 
regulation of jitneys, is being checked 
by City Comptroller Harry W. Carroll, 
to determine if the signatures of the 
petition are qualified as on the regis- 
tration books of the city. 

If it is found that the petition bears 
sufficient signatures of qualified citi- 
zens, the Council will be required to 
submit ‘the initiative measure to the 
people. Adoption of the initiative or- 
dinance by the voters at a special elec- 
tion would repeal existing jitney regu- 
lations, and require drivers to go 
through only the formality of applying 
for permits to operate on routes of 
their own choice. The city would have 
no power to refuse such applications 
or to specify routes and schedules for 
the jitney lines. ' 


Bus Company Suspends 
H. S, Albrecht, receiver for the Mis- 


_ souri Motorbus Company, operating in 


St.. Louis, obtained a court order on 
July 1 authorizing the suspension of 
operation of the buses. He stated that 
the company did not have sufficient 
funds to meet its payroll or purchase 
gasoline and that he had been unable 
to borrow money necessary to continue 
operation. 

The bus company was organized late 
in 1919 with a capital stock of $300,000. 


It began operations on Feb. 9 with 


eleven double-deck buses having a seat- 
ing capacity of sixty persons each. A 
_ regular schedule was maintained be- 
\ tween Delmar and Hamilton Avenues 
and Sixth and Locust Streets. The fare 
was 10 cents. Contracts were let for 


Association,, . 


about forty additional buses, but de- 
liveries were held up on account of 
lack of funds. 


Wheeling Wants Zone Fares 


The Wheeling (W. Va.) Traction 
Company is filing new passenger fare 
tariffs with the Interstate Commerce 
Commission, the Public Utilities Com- 
mission of Ohio and the Public Service 
Commission of West Virginia, asking 
for authority to establish a zone system 
beginning Sept. 1. It is proposed to 
make up the entire system with a series 
of so-called major and minor zones, 
the major zones being approximately 
the same as those now in effect and the 
minor zones dividing these major zones 
in half as nearly equal as natural load- 
ing and unloading conditions will per- 
mit. 

The initial fare will be 8 cents cash 
or 62 cents on the basis of the universal 
ticket to be good on any division of 
the property and to be sold by the con- 
ductors on the cars or at any regular 
ticket office of the company. These 
universal tickets will be sold on the 
basis of nine minor zone tickets for 
30 cents, six two-minor zone tickets for 
40 cents and three four-minor zone 
tickets for 40 cents. Each minor zone 
ticket would have a value of 3% cents 
and two-minor zone tickets will be re- 
quired for the initial ride in any zone. 

The cash fare for any minor zone 
after the initial ride will be 4 cents. 
The ticket charge for a minor zone 
after any initial charge will be 3% cents. 


B. R. T. Will Seek Increases Under 
Recent Court Ruling 


Lindley M. Garrison, receiver for the 
Brooklyn (N. Y.) Rapid Transit Com- 
pany, has announced that he will apply 
for fare increases for those companies 
of the system which the Court of Ap- 
peals in its decision held were under 
the jurisdiction of the Public Service 
Commission. These were the lines the 
franchises of which were granted prior 
to Jan. 1, 1875, and subsequent to the 
passage of the Public Service Commis- 
sion law on July 1, 1907. Mr. Garrison’s 
statement said in part: 


It is impossible in the short time now at 
my disposal to apply the decision of the 
court to each of the lines and separate the 
different franchises so that the one class 
that the court says is not within the juris- 
diction of the Public Service Commission is 
picked out and put by itself. All but a very 
few of the franchises of these three com- 
panies are held to be within the jurisdiction 
of the Public Service Commission. 

I shall immediately comply with the 
privilege extended to me by the court and 
present to the Public Service Commission 
proper applications for action in respect of 
the franchises that the court holds the Pub- 
lic Service Commission has jurisdiction 
over. 


Dallas Increase Favorably 
Received 


The very thorough publicity methods 
of the Dallas (Tex.) Railway in placing 
the case of the company before the 
public are believed to have been very 
largely: responsible for the people of 
that city accepting so gracefully the 
recent increase in fares to 6 cents. The 


Dallas News, voicing public sentiment 
on the fare question in a recent edi- 
torial, said in part: 


All who were opposed to having the fare 
increased were given an oppertunity to ex- 
press their opposition, and not-enough have 
done so even to bring about a referendum. 

Six cents has become rather less than 
the average electric railway fare, so that, 
instead of having reason to complain, we 
have reason to congratulate ourselves on 
getting our transportation at the least cost 
made possible by the economic and financial 
conditions. But there ought to be a better 
satisfaction than this in the reflection that 
in increasing the fare to 6 cents we are 
doing justice to the railway and at the 
Same time serving the best interests of 
Dallas. Already insufficient, our transpor- 
tation facilities must have become increas- 
ingly inadequate under a continuance of the 
5-cent fare. 

The people of Dallas are to be congratu- 
lated on the disposition made of this matter, 
which is equivalent to saying that the 
Mayor and Commissioners are to be com- 
mended for the courageous and enlightened 
way in which they have solved this problem. 


Seven-Cent Fare in Salt Lake 


Under authority of an order issued 
by the State Public Utilities Commis- 
sion, the Utah Light & Traction Com- 
pany, Salt Lake City, Utah, on July 3 
raised its cash fare from 6 cents to 7 
cents. The commission ordered the 
company to sell four commutation 
tickets for 25 cents, and to raise the 
price of school tickets from 8 cents to 
4 cents. The company’s request for a 
1-cent transfer charge was denied. The 
commission recommended the adoption 
of the one-man safety car by the com- 
pany, and also called attention to the 
fact that the State law with regard 
to street paving was unduly increasing 
the cost of transportation to the car- 
riding public. 

The cost of paving, it was pointed 
out, amounts to 4-cent a ride. The 
commission contended that by the 
adoption of safety cars the service 
would be bettered and that at the same 
time costs would be reduced. The com- 
mission urged that every possible 
method be made to reduce operating 
cost. During the first five months of 
1920 there was an increase of 1,601,- 
781. in the number of passengers car- 
ried as compared with the same months 
of 1919, while the financial returns for 
the first quarter of 1920 show an in- 
crease in the net operating income of 
$17,033. 

The company petitioned for a 7-cent 
fare early this year. It later applied 
for an 8-cent fare. 


“Memphis Trolley Items” 


The Memphis (Tenn.) Street Rail- 
way is putting out a little publication 
for its patrons which is distributed — 
through pockets in each car. It is 
ealled Memphis Trolley Items and is 
for the information and entertainment 
of the patrons. “Avoid Accidents,” 
“The 6-Cent Fare and Today’s Prices,’ 
“Service Interruptions,” “Executing a 
Public Trust,” “The Women of History,” 
“Week’s Amusement,” “Safety First Al- 
phabet,” “Transportation Necessary to: 
City’s Growth,” “Help Keep Down Un- 
necessary Expenses” are parts of the 
multum in parvo in a recent issue. They 
are always bright and snappy. 
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News Notes 


Fares Raised on Iowa Line.—The 
Clinton, Davenport & Muscatine Rail- 
way placed in effect on July 15 an in- 
crease in passenger rates of 6 per cent. 
The fare from Davenport to Clinton is 
now $1.25 as compared with $1.20 under 
the old tariff. 


Eight Cents in Hornell—An 8-cent 
eash fare took effect on the lines of the 
Hornell (N. Y.) Traction Company on 
July 9. The new rate was authorized 
by the Public Service Commission for 
the Second District. The fare was for- 
merly 6 cents. The company has not 
met bond interest payments for the 
past five years. 

Eight Cents in Hammond.—Fares on 
the lines of the Hammond, Whiting & 
East Chicago Railway, Chicago, Ill., in 
Hammond, Whiting and East Chicago, 
Ind., became 8 cents on July 1. The 
Indiana Public Service Commission, in 
authorizing the new rate, ordered the 
company to sell tickets at the rate of 
fourteen for $1. 


Three-Cent Line Denied Rise—The 
Publie Service Commission for the First 
District has denied the application of 
the Van Brunt Street & Erie Basin 
Railroad, Brooklyn, N. Y., for an in- 
crease in fare from 3 to 4 cents. The 
company has increased its earnings 
during the past year. The net cor- 
porate income for the nine months end- 
ing March 31, 1920, amounted to $8,375. 
The line is three miles long. 


Seeks Rise in St. Joseph.—The St. 
Joseph Railway, Light, Heat & Power 
Company, St. Joseph, Mo., has applied 
to the Missouri Public Service Com- 
mission for permission to increase its 
fare to 9 cents. Six months ago the 
commission allowed the company an 
increase from 5 to 7 cents. The com- 
pany claims that during this period it 
has lost $9,174. 

Approves Bay State Rise.—A tariff 
schedule providing for an increase in 
fare from 6 cents to 10 cents on the 
lines of the Connecticut Valley Street 
Railway, Greenfield, Mass., has been 
approved by the State Department of 
Public Utilities. The new rate went 
into effect on July 13. The company 
is selling tickets at the rate of 74 cents 
each. 


Prefers Higher Rate to Shutdown.— 
-The City Council of Findlay, Ohio, has 
notified the Toledo, Bowling Green & 
Southern Traction Company, Findlay, 
that it is willing to grant an increase 
in fare on the city line, if the com- 
pany will withdraw its application for 
abandonment of the tracks, recently 
filed with the Council. Street assess- 
ments, it was stated, would be kept to a 
minimum. 
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Ten-Cent Fare in Portsmouth.—The 
New Hampshire Public Service Com- 
mission has authorized the Portsmouth 
Electric Railway, Portsmouth, to charge 
10-cent fares on its lines. The com- 
pany has also received permission to 
raise the price of transfers from 2 
cents to 5 cents. The fare was for- 
merly 7 cents. The company is a sub- 
sidiary of the Boston & Maine Rail- 
road. 

Will Extend Freight Service—The 
Boston & Worcester Street Railway, 
Boston, Mass., will shortly put in 
operation through freight service in 
conjunction with the Worcester Con- 
solidated Street Railway and _ the 
Springfield Street Railway to points 
west of Worcester. The new service 
will give early morning delivery at 
destination of all goods shipped the 
day before. 


Ten-Cent Joint Rate Allowed.—The 
Public Service Commission for the Sec- 
ond District has authorized the Buffalo 
& Lake Erie Traction Company, Buf- 
falo, N. Y., to charge a 10-cent fare 
between Seneca Street, Buffalo, and the 
plant of the Lackawanna Steel Com- 
pany, Lackawanna. The company uses 
the tracks of the International Railway 
within the Buffalo city limits. It had 
sought to abandon this service. 


Higher Fare in Savannah.—A_ 7-cent 
cash fare became, effective on the lines 
of the Savannah (Ga.) Electric Com- 
pany on July 16. ‘The increase from 
the former 5-cent rate was authorized 
by the State Railroad Commission, 
which had had the company’s petition 
under consideration for some time. The 
company was ordered to sell ticket 
books containing fifteen tickets for $1. 
An increase in lighting and power rates 
was also authorized. 


Three Cents a Mile in Maryland.— 
Fares on the line of the Washington, 
Baltimore & Annapolis Electric Rail- 
road, Baltimore, Md., were placed on a 
basis of 8 cents a mile on July 11, 
under authority of an order of the 


Interstate Commerce Commission. The + 


new fare between Baltimore and Wash- 
ington is $1.05, and the round-trip rate 
is $2.08. The old rate was 92 cents, 
round trip $1.50. The single fare in 
the District of Columbia to the District 
line is 8 cents. 

Higher Rates on Penn Lines.—The 
Chambersburg & Shippensburg Rail- 
way, Chambersburg, Pa., has filed with 
the State Public Service Commission 
notice of increase of fares in Franklin 
and Cumberland Counties from 7 to 8 
cents. The Altoona & Logan Valley 
Electric Railway, Altoona, ‘has given 
notice of 7-cent fares, with advances 
in charges for funeral cars. The Irwin- 
Herminie Traction Company, Irwin, 
has advanced its zone fares, school 
rates, express and freight rates. 


Plans Referendum on Fare Rise.— 
An ordinance authorizing the Sioux City 
Service Company, Sioux City, Iowa, to 
charge a 6-cent fare for a three-year 
period will be submitted to the voters 
of Sioux City for their approval at a 


50 to 60 cents an hour. 


_issued by the other local line. 
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special election on Aug. 17. The meas- 
ure provides that at the end of. three 
years the company shall return to the 
present 5-cent fare. If the fare in- 
crease is authorized the company will 
pay its platform men a wage scale of 
The present 
scale is 38 to 43 cents. 

Operating Ratio Now 100 per Cent.— 
Mayor Walton of Oklahoma City, Okla., 
is to appoint a committee of five men 
to inquire into the affairs of the 
Oklahoma Railway. This company has 
operated thus far under a 5-cent fare. 
It is now hauling almost 80 per cent 
more passengers than four years ago 
with the same number of cars. In 1916 
the revenue was 25 cents for each mile 
while the expenses were 16 cents a 
mile. At present the revenues and ex- 
penses are equal at 40 cents for each 
car-mile. The company has requested 
that the fare be increased to 7 cents on 
a cash basis, or 63 cents for tickets. 


Eight-Cent Fare Not Yet Granted.— 
The need for immediate action author- 
izing an 8-cent fare was urged on July 
9 by Andrew C. Gray, counsel for the 
Wilmington & Philadelphia Traction 
Company, Wilmington, Del. This com- 
pany filed its petition early in June. 
All the requirements of the utility board 
had been complied with. The property 
had been looked over and from the 
appraiser’s point of view a 9-cent fare 
would be required to net the company 
an adequate return. However, the 
company was willing to try operation 
on an 8-cent fare. What the company 
wants is action on the part of the Pub- 
lic Utility Commissioner, for the need 
now is very urgent. The company put 
the 7-cent fare in effect last fall under 


authority granted by the city utility 
board. 


_ Eight Cents in Jamestown.—Author- 
ity has been granted by the Public 
Service Commission for the Second Dis- 
trict of New York to the Jamestown 
Street Railway to charge a cash fare 
of 8 cents in place of the present 7-cent 
cash and 5-cent ticket fare, the order 
to remain in effect until changed by 
the commission, either on its deter- 
mination or under a complaint. The 
order provides that under the 8-cent 
fare the company shall place strips of 
five tickets on sale at 35 cents, pur- 
chasers to be limited to two strips at 
a time. Transfers are to be given on 
a cash or ticket fare to points within 
Jamestown on the Jamestown & War- 
ren Railway line, and the Jamestown 
Street Railway is to accept transfers 
All 
Jamestown Street Railway tickets out- 
standing are to be redeemed by the 
company. Present regulations of the 
company including those relating to the 
transportation of children in James- 
town are not affected by the order, 
which is to become effective on one 
day’s notice. No change is authorized 
in the order in the 5-cent cash fare ap- 
plicable to passenger transportation be- 
tween points within the town of Elli- 
cott or the. villages of Celeren, Lake- 
wood or Falconer. 
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Commission Named to Inquire 
Into Ontario Hydro-Radials 


The Ontario Government has an- 
nounced the appointment of the special 
commission to investigate and report on 
hydro-radials. The members are as 
follows: Justice Sutherland, chairman; 
T. A. Russell of the Russell Motor Car 
Company, Toronto; Fred Bancroft, 
labor leader, Toronto; W. A. Amos, 
vice-president of the United Farmers 
of Ontario, Palmerston; A. F. MacCal- 
lum, city engineer and commissioner of 
works, Ottawa. 

Justice Sutherland, chairman of the 
commission, was speaker of the House 
of Commons from 1905 to 1909 and was 
Liberal member for North Essex in the 
House of Commons. He practiced law 
in Windsor until his elevation to the 
bench. 

Mr. Bancroft is a well-known labor 
man, having been vice-president of the 
Canadian Trades Congress. He has 
been on several arbitration and con- 
ciliation boards representing the men. 
He is a member of the Patternmakers’ 
Union, but is at present in newspaper 
work. He is said to be a strong sup- 
porter of public ownership. 

Mr. Amos, the vice-president of the 
United Farmers of Ontario, was for- 
merly a Presbyterian minister. Illness 
caused him to retire from the pulpit, 
and he is now a farmer in Perth Coun- 
ty. At the last provincial election he 
was the United Farmers of Ontario 

\ candidate in North Perth, but was de- 
feated, He is one of the big men of 
the U. F. O. organization. 

Mr. Russell is president of the Rus- 
sell Motor Car Company and a promi- 
nent manufacturer. He served as a 
delegate from the manufacturers of 
Canada at the Imperial Commercial 
Conference in 1906. He has been sec- 
retary of the Toronto Manufacturers’ 
Association. 

Mr, MacCallum, at present commis- 
sioner of works in Ottawa, was former- 
ly assistant engineer for York County, 
and later city engineer in the city of 
Hamilton. He has been on several arbi- 
tration boards. 

The commission will start work im- 
mediately. All sittings will be public. 
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C. R. Barnes to Be Rochester 
Commissioner 


Charles R. Barnes, electric railway 
adviser ‘to the Public Service Commis- 
sion for the Second District, has been 
appointed Street Railway Commissioner 
of Rochester, N. Y. In his new capacity 
Mr. Barnes will have supervision for 
the city of the local lines of the New 
York State Railways. The position 
which he will occupy is created under 
the terms of the cost-of-service agree- 
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ment which will go into effect on Aug. 1. 
Mr. Barnes will have control of sched- 
ules and will generally direct the oper- 
ation of the.Rochester lines. 
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dwin Gruhl, Vice-President 


Assistant to President Advanced by 
Board of North American 
Company 


Edwin Gruhl has been elected a vice- 
president of the North American Com- 
pany. He has been assistant to the 
president since November, 1912. 

Mr. Gruhl was graduated from the 


EDWIN GRUHL 


University of Wisconsin, Department 
of Economics, class of 1908. While 
attending the university he delayed his 
course one year, during which time he 
was engaged in valuation work with the 
enginering staff of the Wisconsin Rail- 
road and Tax Commissions, Following 
the resignation of W. J. Hagenah, Mr. 
Gruhl succeeded him as statistician of 
the Railroad Commission of Wisconsin. 
This position he occupied up to the 
time he joined the North American 
Company. He taught in his alma 
mater, lecturing to a class on public 
utility economics during the time he 
cccupied the position of statistician of 
tle commission. 

Mr. Gruhl has been a frequent con- 
tributor to the technical magazines and 
the proceedings of the American Elec- 
tric Railway Association. He repre- 
sented the committee on cost of pas- 
senger transportation service, of which 
J. D. Mortimer was chairman, in the 
deliberations that led to the prepara- 
tion of F. W. Doolittle’s book “Cost of 
Urban Transportation Service.” 

Mr. Gruhl has for some years been 
vice-president of the Wisconsin Edison 


Company, Inc., and president of the _ 


the 
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Wells Power Company, a subsidiary of 
that company. He has also been as- 
sistant to the president of the Milwau- 
kee Electric Railway & Light Company 
and the Union Electric Light & Power 
Company, St. Louis. 


C. E. Atkinson, superintendent of 
equicment of the Chicago, South Bend 
& Northern Indiana Railway, South 
Bend, Ind., has resigned. 


Michael J. Walsh, chief dispatcher at 
Brooklyn Bridge station of the 
Brooklyn (N. Y.) Rapid Transit Com- 
pany, has been made depot master at 
the Flatbush Avenue station. 


Morton §S. Cornell, division superin- 
tendent of the Flatbush Avenue lines of 
the Brooklyn (N. Y.) Rapid Transit 
Company for the past ten years, has 
been transferred to the Fifty-eighth 
Street division, where he _ succeeds 
Edwin Gilchrist. Mr. Cornell has been 
connected with the B. R. T. since 1895. 


Edwin Gilchrist, division superin- 
tendent of the Fifty-eighth Street lines 
of the Brooklyn (N. Y.) Rapid Transit 
Company, has been granted a leave of 
absence. Mr. Gilchrist has been con- 
nected with the B. R. T. system for the 
past twenty-nine years. Early in 1900 
he was appointed dispatcher and later 
in the same year he was made depot 
master. In 1906 he was made a divi- 
sion superintendent. 


Major Gustave Storch, master me- 
chanic of the Paulista Railway, Sao 
Paulo, Brazil, is spending a few weeks 
in this country, familiarizing himself 
with the details of construction of elec- 
tric locomotives such as those in use 
on the Chicago, Milwaukee & St. Paul 
and Butte, Anaconda & Pacific lines. 
The Paulista Railway will shortly have 
in operation sixteen electric locomo- 
tives, twelve General Electric and four 
Westinghouse, which will be similar -in 
many‘particulars to the machines which 
Major Storch is examining. He is mak- 
ing a special study of maintenance 
practice. Major Storch is accom- 
panied by his general foreman of shops 
and others. 


George R. Green has been appointed 
superintendent of equipment of the 
Chicago, South Bend & Northern 
Indiana Railway, South Bend, Ind., to 
succeed C, E. Atkinson, resigned. Mr. 
Green was born in Butler, Ind., April 
29, 1887. He began his work in the 
electric railway field when he was only 
fourteen years old. This was in 1901, 
when he went to work for the Detroit 
United Railway, where he continued for 
eighteen years, except for three years 
between 1909 and 1912, during which 
time he was master mechanic of the 
Saginaw & Flint Railway. During 
most of this period he was employed 
in the mechanical department, rising 
to the position of general foreman of 
interurban equipment, which position he 


recently resigned. During two years of 


his service with the Detroit United 
Railway he served as assistant division 
superintendent. 


Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE MANUFACTURER, 
SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


Deliveries of Rail Bonds in 
Good Shape 


Traction Companies Ordering Only 
What Is Needed for Maintenance 
Work—Prices Appear Steady 


Demand for rail bonds does not seem 
to be especially heavy just now as com- 
pared with past years, practically all 
of the ordering representing mainte- 
nance work, which is going forward at 
a normal pace, according to represen- 
tative manufacturers of this material. 

Delivery figures as quoted by several 
producers range from two to four 
weeks, although one company gave two 
months as its average, stating that de- 
liveries, which they had been making 
in about a month, had now lengthened 
to twice that long as a result of slow 
shipments. Transportation troubles, as 
a matter of fact, seem to be the main 
factor in slowing up shipments, as 
there is no shortage of copper. One 
manufacturer, rather than depend upon 
the uncertainties of freight transpor- 
tation, recently shipped a large order 
of rail bonds by express. Another big 
producer, however, believes the freight 


situation is beginning to ease up. Pro- 
duction for this latter company is well 
up to its usual standard. 

If the term “stocks” can be applied 
to this particular item, they may be 
said to be in pretty good shape, inas- 
much as most producers make rail 
bonds according to specification, but 
such small stocks of standard material 
as are usually carried are in about 
normal supply. 

No price changes have been recorded 
since the downward fluctuation of about 
four months ago, and opinions agree 
that prices are likely to continue steady. 

Reports on collections are about 
evenly divided, one view holding that 
they are fairly good and better than 
in the past, while other manufacturers 
say the utilities are slow in meeting 
their bills on account of financial diffi- 
culties, with probably half of them 
being classed as delinquent in pay- 
ments. Money tightness, nevertheless, 
apparently has not caused electric rail- 
ways to cancel or reduce orders, as no 
steps in that direction have been 
reported. Nevertheless, traction com- 
panies are ordering this equipment only 
as absolutely needed. 


Priorities Help Electric Railways Get 


Coal for Current Use 


Speculators and Market Manipulators, Through Abuse of Reconsign- 
ment Privilege, Aggravate Yard Congestion and. 
Hold Up Car Movement 


A coal shortage exists, due to in- 
adequate transportation facilities, and 
there is a mad scramble for priority 
by coal users. Reports are prevalent 
on coal hoarding, overproduction, mar- 
ket manipulation, ete., but an analysis 
of the situation by the staff of Coal 
Age and the universal industrial de- 
mand for coal all tend to prove that an 
actual shortage exists, although aggra- 
vated by speculators. 

The Interstate Commerce Commis- 
sion has attacked the problem on a 
priority basis by fixing a “preference 
list” and a “geographic list” for coal 
distribution for sixty days from June 
21 last by the method of assigned cars. 
The essential industries and utilities 
are given preference and also those 
districts which are so situated that 
they must obtain a coal supply at cer- 
tain seasons or do without. In agree- 
ment with this plan the commission has 
assigned open cars to the coal mines, 
has permitted priority on coal car 
assignments to public utilities and has 
assigned geographical priority in coal 
distribution. 

It is hoped relief will follow the 


remedies, but past experience with 
priority schemes indicates that they 
react to increase and not decrease trans- 
portation difficulties. When, therefore, 
inadequate transportation is the cause 
of the coal shortage prospects are not 
bright for immediate improvement in 
the general coal situation, even though 
the utilities themselves should more 
readily obtain coal by the aid of the 
priority order. 

On July 8, 9 and 10, Division 5 of the 
Interstate Commerce Commission held 
a hearing in Washington on the coal 
situation. At this hearing the Ameri- 
can Electric Railway Association was 
represented by Secretary E. B. Burritt 
for the committee on national relations, 
and as a result of the evidence pre- 
sented the commission issued Order No. 
9, which amends and suspends Order 7 
and applies only to territory east of the 
Mississippi. 

The part of the order relating to 
priority for utilities, including electric 
railways, reads as follows: 


It is further ordered that until and in- 
cluding Aug. 19, 1920, all common carriers 
by railroad within said teritory, to the 
extent that may be necessary in order that 


public utilities, including street and inter- 
urban railways, electric power and lighting 
plants, gas plants, ice plants, water and 
sewer works, also hospitals, schools and 
other public institutions, may be Kept sup- 
plied with coal for current use but not for 
storage, be and they are hereby authorized 
to place, furnish and assign cars to coal 
mines for the transportation of such coal, 
in addition to and without regard to the 
existing ratings and distributive shares for 
mines upon said railroads; provided no 
cars shall be so placed, furnished or sup- 
plied by any such carrier without written 
application therefor from the public utility, 
concurred in by the delivering railroad, 
showing that such coal is needed for cur- 
rent use, and not for storage, in order that 
the applicant may continue in daily opera- 
tion, and provided further, that such coal 
shall not be subject to reconsignment ex- 
cept to public utilities or public institutions, 
and that a written report of the cars placed 
hereunder shall be promptly made to the 
Interstate Commerce Commission by the 
railroad placing the cars. 


WRITTEN APPLICATIONS NECESSARY 


This. order indicates that a written 
application and evidence of coal short- 
age, together with concurrence by the 
delivering carrier, are required by an 
electric railway, for example, before 
coal can be delivered for current use. 
No consideration is given to coal for 
storage. 

There is no question that speculators 
and market manipulators have reaped 
harvests through abuse of the recon- 
signment privilege. The ability to 
juggle cars from place to place is an 
incentive to speculators to manipulate 
the markets and not only aggravates 
the shortage -but congests the yards in 
the large terminals and holds up coal 
car movement. ‘An absolute prohibition 
of manipulative reconsignment and a 
heavy advance in demurrage rates 
would, if rigidly enforced, eliminate 
this element from the situation. 

Experienced coal men offer no pre- 
diction as to the trend of the coal 
market, but, based on production and 
transportation conditions, they look 
for no break in coal prices in the near 
future, as lack of reserve stocks forces 
most industries to purchase coal at 
once on the best possible terms. 

Spot prices show wide variation and 
as high as $23 a ton delivered has been 
reported paid by Eastern utilities 
within the past ten days. ri 

The Public Service Corporation of 
New Jersey last week paid $14 for 
one lot and had more offered at $17.50 
which it refused’ to buy on the basis 
that the cost was exorbitant. The 
Public Service Commission of the Sec- 
ond District of New York stated that 
New York utilities within the past 
few days had paid anywhere from 
$16.40 to $23.10 for coal. One ship- 
ment of 2,000 tons was bought f.o.b. 
Staten Island for $14.50. This coal, 
delivered at the boilers, will probably 
cost between $16 and $18 per ton. 


j 
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It is interesting ‘to note in this con-— 


nection that tidewater coal for New 
York was quoted in 1914 from $2.82 
to $3.25. 

Coal Age reports the following prices 
this week for bituminous coal from 
the sections named: Boston, Cambrias 
and Somersets, f.o.b. mines, $11.50 to 
$13, net tons; f.o.b. Philadelphia, gross 
tons, $14.75 to $16.50; f.o.b. New York, 
gross tons, $15.10 to $16.85; New York, 
f.o.b. piers, from $16 to $16.25; along- 
side, from $17 to $17.25. Philadelphia, 
$12.50 to $14, f.o.b. Pennsylvania mines. 
Baltimore, $11 to $13 per net ton for 
f.o.b. mine. Buffalo, $10 to $10.50 f.o.b. 
mine. Union Town, Pa., $11.25 and 
$11.75 for classified coals. Columbus, 
Hocking screenings, $5 to $8 f.o.b. mine 
with 50 cents additional for mine-run. 
Chicago, mine-run, $5.50 to $6.50, f.o.b. 
mines. Birmingham, $6.50 to $8.50 for 
spot coal, f.o.b.. mines. 
western Kentucky mine-run, $5 to 


’ $5.25, f.o.b. mine. 


The latest element in the situation 
is the hearing instituted by the Senate 
committee on reconstruction and pro- 
duction, of which Senator W. M. Calder 
of New York is chairman. This com- 
mittee met in New York at the Engi- 
neering Societies Building early this 
week and intends to go into the 
situation thoroughly, particularly as 
regards transportation and the alleged 
profiteering. 


Pole Line Hardware Stocks 
in Poor Condition 


Heavy Demand Continues, but Much of 
It Seems to Be for Repair 
and Maintenance 


Unusually strong demand for pole- 
line hardware seems to have virtually 
cleaned out manufacturers’ stocks of 
finished goods. One large company 
states that its volume of business for 
June was the largest in its history, and 
the general situation seems to reveal 
more business on hand than can be 
taken care of. oak: 

Naturally, with transportation in its 
present state of chaos and steel mills 
accepting orders for material on con- 
dition of no promise being made as 
to date of shipment, deliveries are run- 
ning rather long, and according to rep- 
resentative producers they range from 
three to five months. One important 
jobber however, states that he is able 


_ to obtain supplies in from six to eight 


“weeks. 

' In spite of impatience at long un- 
filied orders, very few customers are 
availing themselves of the privilege of 
canceling their orders. This may be 
owing, as one of the manufacturers 
expressed it, to careful supervision of 
the new orders accepted, since producers 
can afford to use some discrimination 
in the matter. 

Labor troubles in the past have been 
affecting this market, but at present 
little difficulty seems to be experienced 
in that respect, and though production 

_ probably is not yet up to normal capac- 
ity, it is said to be improving. 


Louisville, 


Back orders of long standing are 
generally the rule, thus effectually pre- 
venting the accumulation of any stocks 
worth mentioning, although a repre- 
sentative company in the field has very 
large supplies on the way, and with 
their expected arrival in about four 


“weeks the situation for this firm will be 


relieved. Indications are that the great- 
er part of the material used is for repair 
work rather than for the construction 
of new lines. 

No price changes have been reported 
since the general increase of from 15 
to 25 per cent about a month ago. 
Reports on collections vary consider- 
ably, one manufacturer stating that 
instead of his bills being met in thirty 
days, a large part of the customers 
were running over as long as ninety 
days. Other companies, however, gave 
a favorable reply to the interrogation 
as to collections. 


Deliveries of Resistance 
Grids Lag 


Producers Unable to Date to Fill the 
Demand Still Holding from Last 
Winter’s Severe Conditions 


Reports on market conditions for 
resistance grids, gained from a survey 
made among several of the large manu- 
facturers, show a wide variance. One 
of the big producers stated that demand 
was moderate on the part of industrial 
plants, but that orders from electric 
railways were small. Other manufac- 
turers, however, are at present experi- 
encing a call for this material that is 
far in excess of available supply. This, 
they stated, was owing to the severity 
of the weather last winter, which 
caused an unusual number of grids to 
burn out on street cars, and traction 
companies consequently fell so far be- 
hind in replacing equipment that the 
situation has not yet returned to nor- 
mal. This heavy call. is in spite of the 
fact that summer ordering by these 
companies is usually rather light, and 
even at present seems to be mostly for 
maintenance work. 

The estimated length of deliveries 
also covers a wide range, one com- 
pany reporting ability to make ship- 
ments in small quantities of the rail- 
way type grid from stock. In general 
from about sixty to ninety days was 
quoted, although in the case of one 
producer a figure of eight months’ 
delivery was given, as a result of the 
shortage of malleable castings. In 
spite of long delivery dates very few 
orders have been canceled. 

The raw material supply has been 
materially impeding ‘production, as 
orders for steel products at the mills 
are unfilled and transportation con- 
tinues to tie up this class of goods in 
favor of coal movement. Nevertheless, 
one producer at least is running his 
plant far above its normal capacity of 
resistance grids, but other manufac- 
turers less favorably situated report a 
subnormal output. This in part is prob- 
ably due to labor troubles which the 


latter have experienced, as this factor 
is not everywhere affecting the sit- 
uation. 

Recent price increases are reported, 
ranging from about 20 to 30 per cent. 
Collections are said to be fairly good 
considering all present conditions. 


Rolling Stock 


Athens Railway & Electric Company, 
Athens, Ga., has received the five cars 
which it recently ordered. It is ex- 
pected these will be used on the Prince 
and Boulevard lines. 

Virginia Railway & Power Company, 
Norfolk, Va., has secured bids for the 
construction and delivery of twenty 
double-truck closed. cars and ten closed 
trailers to cost $420,000. It has also 
secured bids for fifty safety cars at a 
cost of $332,500. 


Western Australian Government 
Tramways and Electricity Supply, 
Perth, West Australia, has asked for 
bids on twenty 15-ton standard street 
ears in this country, supplied with air 
brakes, electrical equipment and acces- 
sories. Bids are open until July 29. 


Franchises 


Central California Traction Company, 
Los Angeles, Cal.—D. N. Carmichael, 
Commissioner of Streets, is in favor of 


revoking the franchise of the Central 


California Traction Company because 
the company has been negligent in the 
matter of attending to its tracks. 
Eighth Street is in a very bad condition, 
the double track never having been 
completed and the single line running 
on one side of the street. The com- 
pany maintains that it cannot obtain 
the money for such improvement. 


Track and Roadway 


Calgary (Alta.) Municipal Railway. 
—The Calgary Municipal Railway, 
through its superintendent, R. A. 
Brown, announces that it will spend 
$172,646 this year on its railway. 

Connecticut Company, New Haven, 
Conn.—John G. Lane, director of Pub- 
lic Works, announces that the work of 
widening and paving Temple Street 
will begin on Aug. 1. The Connecticut 
Company will remove the tracks from 
George Street to Congress Avenue. The 
cost of paving Temple Street will be 
paid by the Connecticut Company. 

San Diego Electric Railway, San 
Diego, Cal.—The San Diego Electric 
railway company has made application 
to the State Railroad Commission for 
permission to build an additional track 
for the purpose of serving the terminal 
of the San Diego and Coronado Ferry 
company in San Diego. Heretofore 
this terminal has been served by a 
single track from the crossing of the 
Santa Fe railway tracks at Atlantic 
and Market Streets, but increased bus- 


‘iness at the ferry makes present facil- 
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ities inadequate. The improvement 
now being undertaken by the ferry com- 
pany will involve the laying of about a 
quarter of a mile of new track by the 
electric railway company, and work is 
te start as soon as permission is ob- 
tained from the railroad commission. 

Detroit (Mich.) United Railway.— 
It has been urged in a resolution to 
the Common Council that the Municipal 
Street Railway Commission enter into 
an agreement with the Detroit United 
Railway whereby construction on the 
St. Jean Street line will be completed. 

Worcester (Mass.) Consolidated 
Street Railway.—The Worcester Con- 
solidated Street Railway, through its 
general manager, announces that just 
as soon as the tracks are repaired the 
traffic on Thomas, Clayton & Laurel 
Streets will be continued. The matter 
of repair is awaiting the arrival of 
track equipment. 

Eastern Massachusetts Street Rail- 
way, Boston, Mass.—The trolley tracks 
on the Essex Road of the Eastern 
Massachusetts Street Railway from 
Whipple’s Corner to Whittier’s Corner 
will be removed. Extensive altera- 
tions have already been started on the 
Brockton division of the Eastern Mas- 
sachusetts Street Railway. The large 
brick carhouse at Campello will be 
turned into a repair shop for the entire 
district south of Boston, where it is 
said upward of $30,000 will be spent 
in installing machinery. The cars which 
formerly operated from Campello to 
the carhouse will now go to Torrey 
Street. To take care of this additional 
store of cars at Torrey street eight new 
tracks will be laid. 

Cincinnati (Ohio) Traction Company. 
—On August 1 the Cincinnati Traction 
Company will begin the work of extend- 
ing its Sixth Street car line to Fair- 
» mount. 

Dayton (Ohio) City Railway.—Presi- 
dent Grimes of the City Railroad will 
ask the County Commission for the 
right to construct a double track up 
Eaton pike to the west end of the 
Soldiers’ Home. 


Power Houses, Shops 


and Buildings 


Danbury & Bethel Street Railway, 
Danbury, Conn.—The Danbury & Bethel 
Street Railway is purchasing electric 
power from the Danbury & Bethel Gas 
& Electric Light Company. Judge J. 
Moss Ives, receiver of the railway com- 
pany, explains that this temporary 
agreement was decided upon because of 
the high price of steam coal. 

Morris County Traction Company, 
Morristown, N. J.—The Public Utility 
Commission has granted permission to 
the Morris County Traction Company to 
sell its power house at Chatham, N. J., 
to Martin Nordegg for $18,000. The 
company is now receiving its power 
from the North Jersey Power & Light 
Company, the Morris & Somerset Elec- 
trie Light Company and the Millburn 
Power Company. 
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The Wagner Electric Manufacturing 
Company, St. Louis, announces the 
opening of a sales office and service 
station at No. 2007 South Ervay Street, 
Dallas, Tex., in charge of Charles O. 
Rauschkolb, branch manager. 


The Coxe Stoker Sales Company, 
Maikle Bank Building, Hazleton, Pa., 
announces the appointment of Christian 
Schillinger, formerly engineer of steam 
equipment for the Delaware, Lacka- 
wanna & Western Railroad Company, 
as sales engineer, effective June 1. 


Harold L. Hazeltine, formerly in- 
structor of physics and electricity at 
the Trenton (N. J.) School of Indus- 
trial Arts, has become Eastern repre- 
sentative of the Sterling Varnish Com- 
pany. He will make his headquarters in 
the New York district after Sept. 15. 


The Granite City Electric Company, 
21 Fifth Avenue, St. Cloud, Minn., has 
recently been incorporated to deal in 
electrical devices and supplies and also 
to repair and rewind motors and gen- 
erators. William C. Johnson is presi- 
dent and business manager. 


The Brown Instrument Company, 
Philadelphia, Pa., is building an addi- 
tion to its plant costing $100,000, which 
will afford better opportunity to take 
eare of its customers. The company 
has also added six salesmen to its 
force, one for each district office in 
New York, Philadelphia, Chicago, St. 
Louis, Pittsburgh and Detroit. 


The H. S. B. W.-Cochrane Corpora- 
tion, Philadelphia, successor to the Har- 
rison Safety Boiler Works, has acquired 
a group of factory buildings, including 
machine shops, foundry and offices, at 
3120 North Seventeenth Street. The 
new plant will be utilized by the com- 
pany in connection with its standard 
power-plant equipment and specialties. 


Samuel H. Taylor, general manager 
of the Electrical Railway & Manufac- 
turers Supply Company of San Fran- 
cisco, which is said to be the oldest 
jobbing: firm on the Pacific Coast, was 
chairman of the business program com- 
mittee at the recent convention of the 
Electric Supply Jobbers’ Association, 
held at Del Monte. 


The Arthur Power-Saving Recorder 
Company, New Haven, Conn., announ- 
ces that it has received the order for 
power-saving recorders for all cars in 
the city of Ottawa, Canada. This in- 
tallation follows extensive study of 
the power-saving situation by officials 
ot the road on various properties in 
the United States. “ 


The Electric Storage Battery Com- 
pany, Philadelphia, announces the ap- 
pointment of George D. Luther as solic- 
iting agent in Seattle, Wash., with 
offices at 811 White Building. Mr. 
Luther joined the sales force of the 
Boston office of the company in 1907, 
and in 1910 he was made soliciting 
agent in Denver. 
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The Ohio Brass Company, Mansfield, 
Ohio, advises that its new foundry, 
which is under construction, is for 
malleable iron rather than for malle- 
able brass, as was stated on page 1236 
of the ELEcTRIC RAILWAY JOURNAL, 
June 12 issue. The company name was 
also incorrectly given. 

The Arthur Power-Saving Recorder 
Company, New Haven, Conn., has re- 
ceived an order for the equipment with 
its recorders of the London United 
Tramway. This is the second large 
trolley company in London which has 
placed orders for these recorders, the 
order from the London Metropolitan 
Electric Tramways, Ltd., having been 
mentioned in the issue of this paper 
for May 29. Both of these properties 
are controlled by the interests repre- 
sented by Lord Ashfield, formerly Sir 
Albert Stanley. 

R. T. Roth of Philadelphia, Pa., has 
recently become _ associated with’ 
Schweitzer & Conrad, Inc., as sales 
manager, with headquarters in Chicago. 
Mr. Roth was for a number of years 
connected with the Western Electric 
Company at the Philadelphia office. In 
1910 he left the company to organize 
the Lewis & Roth Corporation, Phila- 
delphia, construction ‘engineers and 
manufacturers of high-tension equip- 
ment, with which he has been actively 
connected for the last ten years. He 
recently disposed of his interests in the 
Lewis & Roth Corporation. Mr. Roth’s 
experience in the purchase and sale of 
electrical equipment has covered a pe- 
riod of twenty years. 


New Advertising Literature 


Grinders.—Charles H. Besly & Com- 
pany, 118-124 North Clinton Street, 
Chicago, is circulating a large catalog 
covering the “Besley” grinders and 
accessories. 

Electric Hammers.—Bulletin No. 4, 
issued by the American Electric Tool 
Company, Petersburg, Va., describes 
and illustrates the Paulero electric 
hammer, type A, form 1. 

Electric Hoists——The Northern Engi- 
neering Works, Detroit, Mich., have is- 
sued catalog No. 48, covering their 
type D electric hoists. 

Lubrication.—The Vacuum Oil Com- 
pany, New York City, has issued a 
thirty-two-page bulletin on “Bearings 
and Their Lubrication.” 

Portable Machinery.—Portable Ma- 
“chinery Company, Passaic, N. J., has' 
published a twenty-four-page catalog 
entitled “Portable Conveyors.” 

Jacks.— The Duff Manufacturing 
Company, Pittsburgh, Pa., is distribut- 
ing Folder No. 803, illustrating and 
briefly describing Duff and Barrett 
jacks of the types most widely sold. 

Track Work.— The Balkwill Man- 
ganese Crossing Company, Williamson 
Building, Cleveland, Ohio, has published 
a bulletin under the title “1920 Supple- 
ment No. 1 to Standardized Specifica- 
tions for Manganese Crossings which 
were issued in 1919.” - 
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* * Brill 79-E Fruck 


Steadiness and smoothness of riding action are rather essential features of Brill 
79-FE, the Standard Birney Safety Car Truck. 


The long 13-ft. spring base of this truck and the fact that 75 per cent of the sup- 
ported weight is borne on coil springs, swing-linked to the ends of the quarter- 
elliptic springs at the four corners give a most comfortable riding truck. But the 
Trunnion Device over the pedestal at diagonally opposite corners, connecting the 
truck to the carbody, gives increased firmness 
to its longitudinal direction and relieves 
pressure on the journal boxes in starting and 
stopping, thereby eliminating resultant un- 
comfortable vibrations and making unneces- 
sary the use of pedestal wear plates. 


This device is fully 
described in our 


Bulletin No. 242. 


THE J. G. BRILL COMPANY fil 


PHILADELPHIA, PA. 
» AMERICAN Car Co — G.C.KUHLMAN CAR Co. — WASON MANES. a 
svt cLrovuls MO. 


GLEVELAND, OHIO. SPRINGFIELO.MA 
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The New Versu 


cts neta . eee 


Electrification has increased the capacity of a 
single-track line over the Continental Divide Fi 
almost 50 per cent. 

Electrification eliminates delays due to taking 
on water and coal, freezing of locomotives and | 
reduction of tonnage inseparable to steam ’ 
locomotive operation in cold weather. 
j Electrification has effected the replacement of 
) 112 steam locomotives by forty-two electric 


locomotives on the Chicago, Milwaukee and 

St. Paul Railway. 

. Electrification will save more than 50% of the 

‘ total amount of coal now burned on our steam 

e locomotives. This saving is more than 12% if 

i of the total annual Bituminous coal produc- 
tion of the United States. 

Electrification under favorable conditions per- 
bj mits of operation on a load factor as high as 
60 per cent. 

Electrification brings about greatly increased 
| property values adjoining city terminals by 
eliminating the smoke and noise of steam 
engine yards. 

Electrification enables the use of regenerative 
braking of the electric locomotives. This 
effects a large saving of power, a reduction in 
wheel and track wear and provides additional 
safety in operation. 

Electrification increases the tonnage per train, 
increasestrainspeed on heavy grades andeffects 
greater reliability in maintaining schedules. 
Electrification is the one answer to economical 
freight haulage on grades over heavily 
traveled trunk lines. 


2€5-ton, 3.000-volt D.C. General 
E.ectric Gearless E’ectric Pas- 
senger Locomotive winning a tug 
cf war with a 275-ton mallet 
steam freight pusher. 
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General@Electric. 


General Office Sales Offices in 
Schenectady. N-Y O Im Pp a©n y all large cities 
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